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Miracle of Transportation 


The railroads’ magnificent performance, in 
response to our national emergency, has won 
widespread, enthusiastic praise. They have 
met this most crucial test and achieved what 
the experts of our own and other lands have 


described as a ‘miracle of transportation. 
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FOR HIS 


FIGHTIN SONS 


@ When the fast Pacific coast mail train 
pulls into Omaha on its way west, one mem- 
ber of the crew is Orlando E. Miles, a ‘‘North 
Western” 37-year service man. 


This keen-eyed passenger trainman of Boone, 
Iowa, is really “carrying the mail” to help 
speed the day of final victory. 


Just mention his boys to him and a gleam 
comes into Miles’ eyes. He has a right to be 
proud. Bill, formerly a “North Western” 
brakeman, is with the railroad engineering 
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corps in Italy. Lieutenants Eugene and Robert 
are bombardiers; Eugene, incidentally, having 
seen service in the South Pacific. Richard 
also favored the Air Corps, and has recently 
been stationed in England. 


But this doesn’t complete the war picture 
for the Miles family. There’s Dorothy, who 
works in a wartime ordnance plant; and 
Mrs. Miles, whose home canning program 
helps to conserve food for fighting men. 


* * * 


“North Western” has thousands of ‘Miles 
Families’ who ‘Keep ’em Rolling” while 
their sons fight. “North Western,” too, has 
4,658 former employes serving in the armed 
forces. We’re justifiably proud of our workers 
and our fighting men and women. 
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Vitalize and economize your POST WAR MARKETING PLANS in these 
THREE MAJOR DISTRIBUTION areas—with the aid of our seasoned 
and experienced organization and our fully equipped WAREHOUSING 
AND DISTRIBUTION facilities. 





Through the years we have built up a broad, all- 
inclusive coverage of our customers’ needs. 


We are thoroughly familiar with the requirements of 
manufacturers and producers and their agents, job- 
bers and brokers. 





We can help you select those services which will 





simplify and economize your warehousing and dis- 
tribution problems. 


In fact, many customers tell us they could not hope 
to organize in a branch the service that is always 





available as needed in our warehouses. 


That one point of flexibility—which makes Crooks’ 
service instantly adaptable to changes in your 
methods of operation, has brought us many customers. 


Let our representative explain how we can meet your 
particular warehousing needs. 





NO NEED TO BE HAMPERED BY PROBLEMS OF silage | ee Ne 
MAINTENANCE AND OPERATIONS BER gatemerm Oninss wigs ia _ mo Se 
CONSIGN YOUR STOCKS TO US | sisi 2: 
CONCENTRATE ON SELLING 

WE'LL DO THE REST 









Chicago—433 W. Harrison St. New York Office—271 Madison Ave. Kansas City—1104 Union Ave. 
Associated with Overland Terminal Warehouse Co., 1807 E. Olympic Blvd., Los Angeles 


Member of the Federal Emergency Warehouse Association of Chicago and Kansas City and Interlake Terminals, Inc. 
For Additional Detailed Information See TRAFFIC WORLD WAREHOUSE SECTION LISTINGS. 

















lines, is the answer to a long-standing need 
of regular, consistent shippers. It provides swift 
transportation of freight by air, over vast dis- 
tances, at rates low enough to make air shipping 
of profitable use in everyday business. 


AIRFREIGHT makes possible a new era of mar- 
keting and merchandising. It opens the way for 
expansion of markets and trading zones never 
before possible with other means of shipping. 
It offers a priceless opportunity for new business. 


AIRFREIGHT will be available October 15th 
in 43 American Airlines’ cities. Rates include 
pick-up and delivery in these cities and adjoining 
communities. By using coordinated trucking ser- 
vice between these on-line areas and other cities, 


American Airlines Introduces 


A COMPLETELY NEW AIR SHIPPING SERVICE 
AT NEW, LOW COST 


IRFREIGHT, exclusive with American Air- - 


For complete information write 


shippers everywhere will be able to obtain this 
swift, new air service. 


AIRFREIGHT, not to be confused with Air Ex- 
press, offers first-morning delivery over distances 
of 450 to approximately 1,500 miles, and second- 
morning delivery beyond. Rates are set according 
to four freight classifications depending on value, 
volume, density, perishability and fragility. Deliv- 
ery and pick-up are included in the charges, but 
deductions are allowed where these services are 
not required. 


AIRFREIGHT, by making it possible for our 
nation’s business to ship in bulk by air, will con- 
tribute substantially to the war effort, in addition 
to providing the basis on which post-war air ship- 
ping will be built. 







AIRFREIGHT Division, American Airlines, Inc. 


THE NATIONAL AND 





100 East 42nd Street, New York 17, N. Y. 


AMERICAN AIRLINES »-. 


INTERNATIONAL ROUTE OF THE FLAGSHIPS 
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No Matter What Happens 


No one knows when V-Day will come—but 
we do know that the enemy will be crushed in 
Europe—and that complete Victory in the Pacific 
will follow in due course. Then, reconversion — 


reconstruction — reorganization, at home and 
abroad. 


Trains that have sped troops and military 
supplies safely to destinations again will be 
loaded with products of peace. Docks. and 
terminals that have been piled high with tanks, 
jeeps, planes, and guns, are now equipped to 
handle merchandise in greater volume than ever 
in history. 





















And the railroad organization, from the bottom 
to the top, is experienced and trained to ex- 
pedite the huge volume of peacetime traffic that 
will surely come. 


Ke | 
—— . WILMINGTON SX | 


oa : =p > COLUMBIAY See 
~~ NORFOLK AND WESTERN 
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All of our facilities are ready — but there is still 
a vital war job being done—ready to be placed 
solidly behind the resources and industries of 
this country—and ready to do a full share in 
building the peace—the biggest job that has 
ever faced America. 
















Call your nearest N. & W. representative. He will tell you how 
Precision Transportation fits into your postwar transportation 
plans. He will tell you that no matter what happens, or when, 
the N. & W. will be ready. 


O4fOEKe and Westere 
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TOMORROW S TIDEWATER TRAFFIC ~ 


As peace returns, a rebuilding world will open ROCK ISLAND is ready with a freight service backed 


many outlets for the products of America’s fields, 
forests, mines and factories. Reciprocal export and 
import activity offers an opportunity for building 
a good share of the post-war production, pay- 
rolls and prosperity America needs. 


With foreign commerce sure to become so tremen- 
dously important, ROCK ISLAND LINES recognizes a 
responsibility. Shipments originating within, and 
those destined for, the 14 states we serve directly, 
must be moved smoothly, quickly and in good 
volume to and from all of America’s ports. 





by 92 years of railroading experience, which in- 
cludes several years of noteworthy performance 
under the stress of an unprecedented war. Fast 
schedules are assured by fleets of new Diesel and 
steam freight locomotives. These modern ROCK 
ISLAND power units today are hauling much heavier 
loads, farther and faster than ever before in the 
history of railroading. 


A representative of our Foreign Freight Depart- 
ment will gladly help you with your export and 
import shipping problems. 


Rock 
Island 


As yesterday—and today—so tomo 
row ROCK ISLAND'S sole purpose 
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ROCK ISLAND LINES 


to provide the finest in transportation 














The railroads have made an impressive appeal to 
® the Commission to allow the Ex Parte 148 rate 
increases, now under suspension until December 31, 
this year, to go into effect again. They point out their 
already declining revenue, the certainty of a falling 
off in traffic after the war in Europe ends, and their 
increased costs for labor, material, and supplies. On 
the record, it would seem that they should have what 
they ask without further parley. 

Though the motor carriers are not directly in- 
volved in this case, from their point of view also the 
increased rail rates should be allowed. The truck situa- 
tion is parlous. The motor carriers obviously need in- 
creased rates but, just as obviously, as a practical mat- 
ter, they cannot now increase them generally or to any 
great extent unless rail rates also go up; to do so would 
be to lose their freight to the rails. 

It is true that an increase in rates and a corre- 
sponding gain in revenue would not do as much for the 
carriers as might appear on the surface, due to the fact 
that the government treats all revenue as subject to 
income tax instead of permitting, as it should, funds 
to be earmarked for rehabilitation and new equipment 
purposes when material becomes available. That, how- 
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“— A revised system of transportation regulation based on 

ince modern competitive conditions, instead of patchwork amend- 

Fast ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

and Private ownership and operation of all transport. Take 

OCK the government out of the ocean and inland waterway trans- 

js portation business. 

vier Keep politics out of rate-making. 

. the An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 

part- principles thus arrived at. 

and Proper payment by inland waterway transport for the 





use of the waterways as a place of doing business. 
Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 
Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 









ee 


"so tomor 
purpose | 
sportation 


Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
defcrred maintenance. 
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Increased Rates for the Carriers 


OUR PLATFORM 
(THE LONG HAUL) 
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ever, is a matter that should and may receive atten- 
tion in due course and, anyhow, even if it does not, 
there would be something left over for the carriers to 
show in their net profit column. 

There is only one thing that we know of that 
might militate against a rate increase for the carriers, 
at least to some degree. That would be repeal of the 
law under which land grant railroads must make radi- 
cal reductions in rates on government traffic, now mov- 
ing in tremendous volume, and other railroads and 
motor trucks must also make similar reductions in 
their rates if they wish to gain or hold competitive 
business. 

It looks, however, as if there would be no imme- 
diate legislation on this matter. Partly due to “poli- 
tics,” we suppose, there has been no action on the bill 
and probably will not be before the election. After the 
election, the time will be short in this Congress, which 
ends with the year, all bills before it dying with it, and 
after that we should have to begin all over. There is 
still time, however, for those interested to bring pres- 
sure to bear on Congress for the enactment of this 
proposed legislation, which practically everybody but 
the government agencies favors. It will not do to put 






An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sert of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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ELEVATING 
ENDGATE 


Three men lift 
load to bed of 
ordinary truck. 


THE FRUEHAUF ELEVATING ENDGATE is a combination 


Elevating Endgate raises driver {> Elevator and Endgate. It uses ENGINE-POWER instead of 


and load from ground to truck- “BRAWN-POWER” to load and unload trucks and Trailers. It 
bed level in about 10 seconds. saves time . . . eliminates extra manpower . . . lessens the possi- 
bility of damage to goods, or accidents to men. All of which adds 

Elevating Endgate stops up to substantial savings — increased truck or Trailer earnings. 
automatically at bed level. The unit is ideally suited to handle heavy materials — it will 
Driver shifts load onto truck. lift up to 1 ton — either fragile merchandise, or goods in large 
volume. In many cases one man can readily load and unload 


objects ordinarily requiring several men — and do it in a fraction 
of the time formerly required. 


WHAT IT IS—Briefly, the Fruehauf Elevating Endgate is a steel 
tailgate which acts as an elevator. It is hydraulically driven by 
power from the truck engine — conveniently controlled by two 
or more levers at rear of truck or Trailer. Heavy loads may be 
smoothly raised or lowered between ground and truck-bed level 
by the mere shift of a lever. 


PROVEN IN ACTION—For several years now, the Fruehauf 

Elevating Endgate has been proving its ability to lift profit 
Secure all the facts from your nearest Frue- lines for West Coast truckers. Now it is being made available 
re f Factory Branch —or write for a free to users of trucks and Trailers on a nation-wide basis. 


copy of the new, 12-page, fully-illustrated FRUEHAUF TRAILER COMPANY - DETROIT 32 


catalog, “Fruehauf Elevating Endgate.” World’s Largest Builders of Truck-Trailers Service in Principal Cities 


FRUEHAUF TRAILERS <@ 1.0.02. 


REG. U. S. PAT. OFF 
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all the blame on “politics,” however. There is such a 
thing as hustling for what one wants and believes 
should be done, and we have not observed any consider- 
able amount of hustling on the part of those who favor 
repeal of the land grant law. Let’s see if something 
can’t be done before this Congress adjourns. 


Freight by Air 
We published last week an interesting study made 
by the Bureau of Foreign and Domestic Com- 

merce, U. S. Department of Commerce, in the matter 
of air freight cargo potentials. Without meaning to 
criticise its effort or its tentative findings, we venture 
to point out that we may be led astray if we place too 
much stress on the value of commodities as a test of 
their possibilities for air commerce. It is true that a 
valuable commodity—one on which the price is high— 
is more likely to pay high transportation rates than a 
cheaper commodity, because absorbing the freight 
charge does not mean so much as a factor in cost, but 
even the shipper of an expensive commodity will not 
use an expensive means of transportation in preference 
to a cheaper one unless speed is necessary or the more 
expensive method offers some other advantage that 
makes the difference in freight cost worth while. 

It is easy to speculate as to what commodities 
might move by air and in what quantities, but generali- 
ties are likely to be misleading. Whether and to what 
extent freight will move to and from foreign countries 
by air rather than by ship depends on a great many 
things other than value or price. We are content to 
let this work itself out or be worked out by the ship 
and air transport operators who will have to deal with 

' the actual business—just so there is no subsidy, direct 

or indirect, to either. 


Jobs for Rutacned Soldiers 


The railroads, among other industries, are show- 
| ing concern over the law that provides that a re- 
= turned soldier, if he wishes it, may have back the job 


some perplexing individual cases and the larger the 

industry and the greater the number of employes who 

have been in the armed forces, the greater the number 

of these problems, but, generally speaking, we see little 
_Teason for puzzlement. The law is plain. If a returned 
soldier wants his job back he is entitled to it and the 
man who has been holding it must give it up, union 
rules or anything else to the contrary notwithstanding. 
The soldier has not lost his seniority. If a hundred 
Soldiers return to a given plant and want their jobs 
back they must have them and the men who have been 
holding them must get out or move down so that those 
at the bottom must get out. Of course, there will prob- 
ably be hardship for some of those who must get out, 
but they will be no worse off than if they had never 









































he left, or one just as good. There will, of course, be 
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had those jobs, and the law is meant, as it should be, 
to protect the returned veterans. It seems to us com- 
paratively simple if one sticks to the principle. 


Trattie Club Dinners 


This is the season for traffic club annual dinners. 

They have already begun. If we were the Director 

of the O.D.T., being hard boiled instead of complacent 

and trustful, we would write a letter like this to the 

president of every traffic club encouraging outside at- 
tendance at its dinner: 

What do you mean, in view of all that has been said about 


conserving passenger transportation facilities for essential pur- 
poses, by permitting your club to hold a dinner at which attend- 


ance from out of town was encouraged? 


To every railroad man from out of town who at- 
tended such a dinner, to the extent that we could get 
the names, we would write: 


What do you mean by using passenger transportation— 
especially on a pass—to attend a function of this kind? Does 
what is being said by this office and by your own railroad about 
unessential travel mean nothing to you? 


To the president of the railroad for which this man 
worked, we would say: 


We call your attention to the fact that your men are 
attending out of town traffic club dinners (giving the details). 
Surely, in view of all that has been said about the avoidance 
of unnecessary travel in this time of congestion and the avowed 
cooperation of the railroads themselves, you do not countenance 
such things. We expect you to do something about it. 


To the president of the Associated Traffic Clubs 
of America we would write: 


We know you have no power to order the member clubs of 
your organization to do or refrain from doing anything. But 
you have talked much of your desire and purpose to cooperate 
with this office. What are you doing to discourage your clubs 
from holding dinners at which outside attendance is invited? 
What did you do, for instance, about the dinner recently held at 
Seiemis om ? We want, not generalities, but specific action. 


And we would announce that, unless something 
definite and satisfactory was done to halt these dinners, 
we would issue orders to the railroads that no railroad 
men from outside the cities in which they were held 
should be allowed to attend them. Perhaps we would 
make an order of that kind anyhow. 

The extent to which these dinners are held and 
attended by persons from out of town will serve to 
indicate how little “cooperation” there is in “sugges- 
tions” from the O.D.T., and how unwilling are even 
men who especially ought to know the needs of the 
situation to do anything but talk about it. 


Dewey the Answer 


Editor the Traffic World: 

Your October 7 editorial, “Amend the Anti-Trust Act,” 
made me fighting mad until I read and reread your last sen- 
tence: ‘We say meet it with an effective check instead of just 
talking about its nefariousness and hoping to defeat it in 
court.” 

We all have a rare opportunity to apply the most effective 
check this November 7. Let’s all strike a blow for liberty— 
“discard” the so called “New Deal.” It can’t or won’t under- 
stand the meaning of sound transportation for America. 

O. A. Kaminsky, T.M., 
A The Cleveland Worsted Mills Co. 

Cleveland, O., Oct. 10, 1944. 
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Canadian Transportation Policy 


The Canadian Industrial Traffic League has presented to 
the federal and provincial governments of Canada the follow- 
ing views with respect to the need for a national transporta- 
tion policy: 

“There is a definite need of the acceptance of a transporta- 
tion policy which embraces in its scope the entire Dominion 
and also all major forms of transport, whether they are oper- 
ating provincially, inter-provincially or inter-nationally, which 
envisages the principle that Canadian transportation be con- 
ducted for the common good of all. 

“Heretofore there has been a wasteful overlapping of com- 
mon carrier transport services. We believe that this is due, 
in the main, to the absence of a comprehensive national trans- 
portation policy on the part of both the federal and the 
provincial governments, either general or within their respec- 
tive spheres of jurisdiction. 

“The announcement of federal government policy as re- 
gards air transportation occasions this representation that the 
federal government, as well as provincial governments, should 
formulate and make public the principles which should underlie 
all types of transportation over which their individual author- 
ity extends. 

“We believe that the principles so laid down should be of 
nation-wide application, since any departure therefrom for the 
benefit of any particular locality or form of transport would 
directly or indirectly but eventually have an adverse effect on 
other regions of the country or on other carriers and, there- 
fore, would be contrary to the general public welfare. In- 
creasingly we are learning of our mutual interdependence. 

“Accordingly, we hold it as fundamental that no action 
should be taken by federal or by provincial authority which 
permits of undue preference or unfair discrimination by one 
section of the country by one class of transport against another; 
but, rather, that in every case each type of carrier serve the 
broad national economy by operating in that field for which 
it is best suited. 


Railways 


“Without detracting from the value of other forms of trans- 
portation, it may be categorically stated that in the past and 
pre-eminently at the present time the railways have been and 
are of paramount national importance. We believe that they 
will continue to occupy a leading position in this country if 
sound regulation is adopted and enforced for all carriers. 

“The existing regulation of railways seems in general ade- 
quate. 

Highways 


“Highway transport has proven that it can efficiently and 
economically perform an essential function both in freight and 
passenger traffic. The difficulties of the past have been due to 
the evils resulting from the lack of adequate regulation, which 
permitted unsound competition and the invasion, in some cases, 
of the more adequately regulated sphere of rail, and to a degree, 
of other transport at rates which did not reflect the costs of 
service. The existing regulation should be broadened to deal 
adequately with these evils. 

“A question which has been publicly raised is whether the 
motor transport industry pays its fair share of the costs of 
highway construction and maintenance. The facts thereof and 
the principle involved therein should, we believe, be authorita- 
tively established and made known. (Note: Similar considera- 
tion as regards other forms of transportation would appear to 
be in order.) 

Water 


“The value of water transportation, both inland and inter- 
coastal, has also been clearly established. It performs an im- 
portant low cost service. The wasteful competitive practices 
which existed in the past in inland services have been curbed 
by the establishment of regulation in the transport act of 
1938. Similar regulation for water services between the eastern 
and western Canadian coasts would seem to be proper. 

Air 

“Air transport has been an effective instrument in pro- 
moting access to our northern areas in which it has pioneered 
in the development of carriage of freight and passengers by 
air. It has reduced to hours journeys which formerly took days 
or months to accomplish by the means of conveyance that were 
previously available. These services were instituted and de- 
veloped by private initiative. Fast transcontinental service has 
been inaugurated by Trans-Canada Air Lines which similarly 
effected a marked reduction in the time required to travel be- 
tween widely separated centres of the Dominion. 

“It would seem proper to point out that government owner- 
ship of rail transportation was brought about by-ea fortuitous 
circumstance occasioned by the force of events arising from 
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over expansion of rail facilities. In the case of air transport. 
tion, however, government ownership has been by design. 

__ “The policy recently announced by the federal goverr ment 
with respect to air transportation raises some apprehension jp 
our minds, particularly as to the proposed divorcement cf air 
transportation from any rail affiliation and the prohibition 
placed against any surface carrier entering this field. We are 
of the view that such may prove to be contrary to the public 
interest as, in so restraining enterprise, the future development 
of valuable regions might be hampered. In any case it is sub. 
mitted that such a policy as proposed would eventually resyjt 
in a monopoly of local air transportation in the Dominio. ang 
we are opposed to any such monopoly, whether controlled p 
government or by private interests, as being contrary to the 
public welfare so far as transportation is concerned. 

“The existing regulation administered in part by a depart. 
ment of the government and in part by the Board of Transport 
Commissioners should be combined and administered by an 
independent board,: preferably the Board of Transport Com. 
missioners for Canada. 



























Pipe Lines 


“It is noted that it is the intention of the Minister of Muni- 
tions and Supply, as stated in Parliament on May 26th, that 
when a pipe line is built in the Canadian Northwest, it will be 
considered as a common carrier and that the rates for its use 
will be regulated by the Board of Transport Commissioners 
for Canada. 

“We believe this proposed action to be proper, and that 
the entire service be so regulated. 


Principles Submitted 


“We believe that the federal and provincial governments 
should formulate such a basic transportation policy as will 
serve the best interests of the entire country. 

“To this end and with the earnest desire of being of assist- 
ance to such authorities we submit the following as a state- 
ment of broad principles which, in our opinion, should govern 
transportation in Canada whether under federal or provincial 
jurisdiction: 

(a) The inherent advantages of each type of transportation should 
be recognized and preserved. 

(b) No restriction should be imposed which would unduly_prejudice 
any type of transportation in favor of another. 

(c) Safe, adequate and economic conditions of transport should be 
promoted by, inter alia, the establishment and maintenance of reason- 
able charges for services rendered, free from unjust discrimination or 
undue prejudice or preference between persons or localities. 

(d) Unfair destructive competitive practices should be prohibited 
whether between carriers of the same class or type or between carriers 
of a different class or type. 

(e) All carriers should be permitted to engage in any class or type 
of transportation so long as the regulatory tribunal finds that such 
activity is necessary and convenient in the public interest. 

(f) The competence of anyone affected (carrier or person) to file a 
complaint with the regulatory tribunal should be sanctioned by statute. 


“In our opinion, conformity to these principles can only be 
achieved by the sound regulation of all common carrier trans- 
portation agencies, and with administration thereof being vested 
in bodies having judicial powers, preferably in the Board of 
Transport Commissioners for Canada where federal jurisdiction 
is involved, i.e. on inter-provincial and international traffic 
and in independent boards established by provincial legisla- 
tures and with similar judicial powers, over shipments moving 
locally within the individual provinces. 

“Since under these broad principles the aims of the various 
provinces and of the Dominion would be identical, and the 
conditions of transportation vary but slightly, we would antici- 
pate full collaboration between the various regulatory bodies 
in the national interest.” : 

There was attached to this communication an appendix 
outlining in more detail the regulations proposed. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued its rate order 
No. 292, prescribing as maxima rates and surcharges, tankers, 
petroleum and petroleum products in bulk, from U. S. Gulf 
ports to South America, and No. 293, prescribing as maxima 
surcharge, trade between U. S. North Atlantic ports and Nova 
Scotia, Newfoundland and St. Pierre Et Miquelon. It has issued 
its rate advice No. 100, authorizing rates and surcharges, tank- 
ers, petroleum and petroleum products, in bulk, from ports 
outside continental United States to South American ports, and 
between South American ports; also part cargo transfers from 
Netherlands West Indies to Trinidad, and rate advice No. 101, 
authorizing rate and surcharge, nitrate of soda, from Chile to 
James Island, British Columbia. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 


Missouri Pacific Reorganization 


In Finance No. 9918, Missouri Pacific Railroad Co. Reor- 
ganization, the Commission, division 4, by a report and order, 
denied an application of Charles H. Albers, Hiram M. Nowlan, 
and William R. Cubbins, as a protective committee for holders 
of Missouri Pacific 54% per cent secured serial bonds, for 
authority under the bankruptcy act to solicit from such holders 
their authorizations to represent them, without the deposit of 
the bonds, in connection with the reorganization proceedings 
of the Missouri Pacific. 

The report said it was clear that the holders of the serial 
ponds in the early stages of the proceedings did not consider 
that the circumstances justified the formation of a committee. 
It also said that “the fact that present circumstances, either 
as regards earnings or possible legislation may encourage the 
hope that improved treatment might be obtained for these 
securities, does not, we think, require encouragement at this 
stage of the proceedings of a broad program of research and 
representation.” It said denial of the application would not 
prevent the applicants from making such representations in 
their own interests before the courts as they might desire and 
as the courts deemed proper. 


By a third supplemental report and order in Finance No. 
9918, the Commission, with Commissioner Porter not partici- 
pating, and with Commissioner Miller dissenting in part, has 
approved a number of minor corrections and clarifications of 
its report and order of July 4, and the following modifications: 


(1) In section U of the plan, wherein the protective committee for 
Missouri Pacific first and refunding mortgage bonds is given the right 
of designation of five members of the panel of nominees for the first 
board of directors of the reorganized company, we will substitute for 
the protective committee, the group of institutional holders of Missouri 
Pacific first and refunding mortgage bonds and will approve a similar 
substitution in section V of the plan in respect of the designation of 
two of the reorganization managers. 

(2) We will provide in section P of the plan that the preferred 
stock, voting as a class, shall have the right to elect not less than two 
directors after default of the equivalent of six quarterly dividends and 
that the affirmative vote of the holders of at least two-thirds of such 
stock shall be required as a prerequisite to any charter or bylaw 
amendment altering materially any existing provision of such stock. 


The instant report and order revoked and superseded the 
Commission’s orders entered in the proceeding on January 10, 
1940, April 9, 1940, and July 4, 1944. 

According to the report, the group of institutional bond 
holders takes the place of the protective committee for holders 
of the bonds which, it said, was terminated July 21. 

The Commission denied the petitions of several parties to 
the proceeding for oral argument, an opportunity to file briefs, 
and a reopening of the proceeding for further hearings. It said 
no matters or arguments of substance had been presented by 
the petitions for oral argument that had not been considered 
and discussed by the Commission in its report of July 4. 

The Commission also denied the petition of John M. Balliet, 
owner of various system securities, that there be no voting 
trust, and petitions of other parties asking for the issuance of 
warrants to stockholders and for further payments in cash of 
all or parts of certain claims in addition to the cash payments 
authorized in the plan for such purposes. 





Multiple Leading Rule 


___ By a report and order on reconsideration in I. and S. No. 
0268, Rule 33—Multiple Loading, the Commission, division 2, 
has affirmed its findings in the prior report, 258 I. C. C. 585, 
that certain proposed changes in consolidation classification 
tule 33, relating to multiple loading, were unjust and unreason- 
able. It also found the modified paragraph (b) approved in the 
Prior report, unjust and unreasonable. The modified schedules 
filed by the carriers pursuant to the prior report were ordered 
Canceled on or before November 13, and the proceeding dis- 
continued. 

The instant report said that the order entered in the cited 
Proceeding required cancellation of the schedules without preju- 
dice to the publication of a modified paragraph (a) that would 
Permit loading of multiple carload shipments in a single car by 
the same shipper at more than one origin and that would limit 


the additional origin or origins to those within reasonable dis- 
tances of the initial origin, and of a modified paragraph (b) 
reading substantially as follows: 


Consignors, who load shipments in or on a single car as authorized 
by this rule shall load the car in such manner that no restowing or 
rebracing of the freight is necessary at any destination intermediate 
to the final destination of the car due to the removal of freight from 
the car at such intermediate destination; and where a car is not so 
loaded such consignors shall provide, through consignees or other- 
wise, for restowing or rebracing the freight remaining in the car at 
any intermediate destination as may be necessary due to the removal 
of freight from the car at such intermediate destination. 


The report said that paragraph (a) of rule 33 permitted as 
many as three consignors at not more than three origins to 
consolidate in a single car not more than three consignments, 
each of which equalled or exceeded the carload minimum or 
was subject to charges for the carload minimum weight, con- 
signed to one, two, or three consignees at not exceeding three 
destinations at rates and charges as if each consignment was 
in a separate car. 

The report said that the respondents had complied with 
the findings in the prior report by filing a revised schedule to 
become effective Aug. 20, containing a modified paragraph (b), 
as suggested in the prior report, and that, on petition of certain 
of the protestants, the proceeding was reopened for further con- 
sideration, and the respondents had voluntarily postponed the ~ 
effective date of the schedules until November 20. It continued: 


As reframed in the revised schedule paragraph (a) of Rule 33 
would permit as many as three consignors to consolidate their ship- 
ments at a single origin, or one. consignor to consolidate at three 
origins, provided, that the additional origins and destinations are 
directly intermediate, or intermediate under the tariffs authorizing 
stopping in transit of carload freight to complete loading or to partly 
unload via the route over which the rate applies from the point of 
origin to final destination. Respondents construe ‘‘One point of origin’’ 
to include all locations within any switching district. Under this con- 
struction the loading points may be widely separated and involve greater 
service than the stopping of cars at intermediate points for further 
loading. 

Many shippers do not have sufficient quantities of freight to make 
up the minimum loading required by order 18A of the Office of Defense 
Transportation or it is impracticable to ship such quantities. For exam- 
ple, there are 46 paper mills at 29 points in Wisconsin; a few of them 
are under the same ownership, and in such situations consolidation is 
effected by loading additional shipments at intermediate mills, but 
most of the concerns have mills at only one point and must consolidate 
their shipments with those of other shippers at other points or obtain 
a permit when unable to comply with the loading requirements. A 
similar situation exists with respect to the textile industry in the 
south. Generally cotton bags cannot be supplied by a single mill in 
quantities to permit multiple loading due to the fact that the mills 
are now restricted to weaving cloth for other purposes. The record 
shows that multiple loads of the products of these groups of mills 
are made up in most instances at two origins. There are other similar 
situations but those indicated are representative. In such instances the 
interest of the shippers at both the first origin and the intermediate 
points would be disadvantageously affected as compared with shippers 
more favorably situated where they could consolidate with other ship- 
pers, or where one shipper has facilities for loading at more than one 
point of origin. Efficient use of equipment can be accomplished more 
readily by a liberal tariff provision as now in effect than by restrictive 
provisions as proposed with the necessity for applications for permits 
to load lightly when necessary. 


With respect to paragraph (b) of the revised schedule, the 
report said, the petitioners had maintained that consignors were 
unable in all instances to load freight in such manner that 
no restowing or rebracing was necessary at intermediate des- 
tinations due to the removal of freight from the car at the 
intermediate points; that it was unreasonable to require them 
to bear the unusual expense of such loading under any circum- 
stances; that consignors could not compel or depend on con- 
signees at intermediate destinations to restow or rebrace ship- 
ments going to other consignees at other destinations even 
though consignors agreed to reimburse them; and that con- 
signors should not be required to assume the responsibility of 
providing “through consignees or otherwise” for such perform- 
ance. 

It said that the record showed that under paragraph (a) of 
the proposed rule, or even under the form suggested in the 
prior report, there were important groups of shippers who 
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would be unable to consolidate their shipments except at a 
higher basis of charges than those applicable on shipments of 
their competitors from the same origin territory. It said that 
section 500.78 of order 18A related only to the minimum of 
consolidation that carriers should permit and the loading by as 
many as three consignors at three origins as permitted under 
paragraph (a) of the present rule was consistent with the gen- 
eral purpose and spirit of that order. The report continued: 


Upon reexamination of the record, particularly with respect to the 
evidence bearing upon the need for a rule of the nature of that in 
proposed paragraph (b), we are now convinced that the relatively small 
percentage of multiple loaded cars which require restowing or rebracing 
by the carriers, as disclosed by testimony of witnesses for several of 
the larger carriers, does not warrant a rule such as was suggested in 
the prior report. Most of such service which carriers have performed 
was in the early months of operation under the present rule. The 
situation improved materially when consignees became more fully ac- 
quainted with the purpose of order 18. A witness for one of the 
principal trunk lines stated that failure to level or rebrace lading has 
“dwindled down -to where we hardly hear of such a case.”’ 


A. T. & N. REORGANIZATION 


By a report, supplemental order and certificate in Finance 
No. 10714, Alabama, Tennessee & Northern Railroad Corpora- 
tion Reorganization, embracing Alabama, Tennessee & North- 
ern Railroad Corporation Reconstruction Loan, the Commis- 
sion, division 4, Commissioner Porter not participating, has 
approved and authorized, with certain conditions, the issuance 
of certain securities. for the purpose of putting into effect the 
plan for the reorganization of the debtor railroad and transfer 
of the property of the debtor and acquisition of the property 
by the new company, the Alabama, Tennessee & Northern 
Railroad Co. 

The Commission authorized the new company (1) to issue 
(a) not exceeding $1,718,700 principal amount of general mort- 
gage series A 4% per cent income bonds, due January 1, 1992; 
(b) bond-scrip certificates; (c) a 15-year contingent-interest 
note due January 1, 1957, to the Reconstruction Finance Cor- 
poration in an amount not exceeding $271,407; (d) not exceed- 
ing 15,937 shares of common stock without par value; and (3) 
stock scrip certificates in lieu of parts of the aforementioned 
amounts of common stock in amounts less than one share of 
common stock; and (2) to assume obligation and liability with 
respect to certain contracts, claims, liabilities and obligations 
of the debtor and its trustees as provided in the plan of re- 
organization. 'The Commission certificated that it had approved 
the proposed compromise or adjustment under the provisions 
of section 5(b)(3) of the Reconstruction Finance Corporation 
act of the claim of the R. F. C. against the debtor corporation, 
and modified its prior report and certificate in Finance No. 
9150, to permit acceptance by the R. F. C. of the securities 
distributable under the plan of reorganization, as specified in 
the prior report, in discharge of all its claims against the debtor 
corporation and its trust estate. 

Among the conditions imposed by the Commission was one 
requiring that provision be made in the general mortgage for 
a sinking fund for the retirement of the bonds issued under 
the mortgage, of one-half of one per cent of such bonds at any 
time previously outstanding. 


K. C. S. ABANDONMENT 


By a report and certificate in Finance No. 14679, Kansas 
City Southern Railway Co. Abandonment, the Commission has 
permitted abandonment by the K. C. S. of a branch line in 
Jasper county, Mo. The applicant said the line extended 3.79 
miles from a connection with its main line 1,883 feet south of 
mile post 150, in Jasper county. It said the branch line had 
been constructed primarily to enable it to obtain ballast for its 
line from chatt stock piles adjacent to the branch, and that 
those chatt piles had been exhausted. 


RIGHTS OF FORWARDER AT HOBOKEN 

Authority to forward commodities generally between points 
in Massachusetts and Rhode Island, on the one hand, and points 
in New York and New Jersey, on the other, has been granted to 
Knickerbocker Despatch, Inc., of Hoboken, N. J., in a report 
by the Commission, division 4, in FF-126, Knickerbocker Des- 
patch, Inc., Freight Forwarder Application. The Commission 
said the business of the applicant had been established in May, 
1942, by Charles J. Noeding, then president of Charles Noeding 
Trucking Co., Inc., a motor common carrier. It said that al- 
though Mr. Noeding was not now an officer of the trucking 
company, he owned 80 per cent of its stock, and that he also 
owned 50 per cent of the stock of the applicant, of which he 
was president, secretary and a director. 

“Whether he may continue his present stock ownership in 
the trucking company and the applicant under the provisions 
of section 411 of the act,” the Commission said, “is a question 
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now under investigation by the Commission in Ex Parte No, 
155, Ownership of Stock in Freight Forwarders. Charles J 
Noeding is named as a respondent in that proceeding, and jt 
is not necessary here to discuss further that question.” 




















GREYHOUND STOCK ISSUE 


In MC F-2498, Greyhound Corporation—lIssuance of Stock. 
the Commission, by division 4, has issued at the applicant's 
request a supplemental report and order modifying its origina] 
order entered in September. The original order, the report 
said, conditionally authorized Greyhound’s issuance of not ex. 
ceeding 50,000 shares of 4% per cent cumulative preferreg 
stock of $100 a share par value, and not exceeding $10,000,009 
of 3 per cent sinking fund debentures. 

The report said the applicant requested that, in order for 
it to take advantage of favorable market conditions, the Com. 
mission modify its findings to approve revised optional an 
sinking fund redemption prices for the debentures. It saiq 
the applicant represented that the debentures would be offered 
to the public at 101.25, which would mean sale to the bankers 
at 99.75; and that, if the premiums specified were added to the 
offering price in any year after the first, the redemption price 
would exceed that to which the investor was in justice entitled, 



















ARKANSAS RAILROAD R. F. C. LOAN 


By a report and certificate in Finance No. 14585, Arkansas 
Railroad Co. Reconstruction Loan, the Commission, division 4, 
has approved a loan to the railroad by the Reconstruction Fi. 
nance Corporation of not to exceed $63,039, for a period not to 
exceed 10 years, for the purposes stated in the application and 
in the report, subject to certain conditions. 

The report said the proceeds of the loan were to be applied 
to the purchase of material for the reconstruction of the rail- 
road’s track (elimination of deferred maintenance) and for 
certain improvements thereto. It said that funds for the labor 
to install the new material, to the extent that revenue from 
operations were insufficient, would be supplied by the appli- 
cant’s president, W. R. Alsobrook. 

Among the conditions imposed was one that the applicant, 
as security for the loan, should execute and deposit with the 
R. F. C. a first mortgage on all of the applicant’s property in- 
cluding the rail and other track material conveyed to it by the 
president of the company, which material, it required, the 
president should convey to the applicant before any advance 
was made on the loan, the president’s claims against the appli- 
cant to be subordinated to payment of principal and interest in 
respect of the R. F. C. loan. It also required that, before any 
advance was made on the loan, the road’s president should 
guarantee the payment of the loan, including interest, and as 
collateral should deposit with the R. F. C. 660 shares of the 
capital stock of the Benton State Bank and 490 shares of the 
capital stock of the Bank of Star City. The applicant was also 


required to agree that it would report to the Commission and f 


to the R. F. C. every 30 days until the funds were expended, 
the disposition of the proceeds of the loan. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Miievgraphed copies of such reports in full may be om 
tained by prompt application to the Commissiun.) 


Concrete Slabs 


No. 29054, Corrected, Truscon Laboratories, Inc. vs. Chesa- 
peake & Ohio, et al. By division 2. Corrected report issued, 


without change in findings (see Traffic World, October 7, P. | 


894). The corrections involved were in the language of the 
report. 


Wooden Desks and Tables 


*No. 29095, John Shillito Co. vs. Cincinnati, New Orleans 
& Texas Pacific Railway Co., et al. By the Commission. Com- 
plaint dismissed. Rates on wooden desks and tables, in less 
than carloads, from Toccoa, Ga., to Cincinnati, O., found not 
shown to have been or to be unreasonable. 


Crude Phosphate Rock 


No. 28947, American Agricultural Chemical Co., et al., vs. At 
lantic Coast Line Railroad Co., et al., embracing also No. 28947, 
Sub. 1, Armour & Co. vs. Atlantic Coast Line Railroad Co., et 
al. By division 2. The report said that the rates assailed on 
crude phosphate rock to South Amboy and Carteret, N. J., 
effect on and after March 16, 1942, and to Buffalo and East 
Buffalo, in effect on and after January 5, 1942, had not been 
and were not unreasonable, but that the assailed rates in effect 
prior to those dates, to the extent they had exceeded $7.16 10 
South Amboy and Carteret, and $8 to Buffalo and East Buffalo, 
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had been unreasonable, and that the assailed rates on crude 
phosphate rock to Lowell, East Weymouth, and South Wilming- 
ton, Mass., had been, were, and for the future would be unrea- 
sonable to the extent they had exceeded, exceeded or might 
exceed $8.10 plus three per cent for the period from March 17, 
1942, to May 15, 1943; subject in all instances to a minimum 
of 100,000 pounds or the marked capacity of the car if less. 
The order for the future was made effective on or before Janu- 
ary 10, 1945. 


COMMISSION WATER REPORT 


*W-238. J. O. Ashman Contract Carrier Applications. Per- 
mit denied. By division 4. Applicant, of Paducah, Ky., a con- 
tract carrier of lumber, cross ties, poles, and piling from points 
on the Tennessee, Cumberland, and Green Rivers, to points on 
the Ohio River, found not to have been engaged in bona fide 
operation on and continuously since January 1, 1940, as a com- 
mon or contract carrier; to have voluntarily abandoned opera- 
tion; and not to have been entitled to “grandfather” rights. The 
report said that on that date the applicant owned and operated 
five towboats and 13 barges; that since that time three of the 
towboats have been sold and nine of the barges either sold, 
sunk, or condemned; that in December, 1943, he discontinued oper- 
ations as a water carrier because of inability to obtain crews; 
that on May 20 he owned two towboats and also four barges 
that were tied up and in need of repair before they could again 
be operated; and that the applicant was not certain whether he 
would resume water carrier operations. The report said that 
the applicant also sought an order under the provisions of sec- 
tion 302(e) of the interstate commerce act exempting his char- 
tering of vessels to persons for the transportation of their own 
property. The application was denied, the report said. 


—— 


Commission Motor Reports 


(An asterisk defore the docket number means that the report 
will »0¢ be printed wn full in the permanent series of motor carrier 
ceports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 71550, Sub. 4, Michael and Josephine Barron, dba 
M. Barron, Washington, N. J., extension. Certificate granted. 
Coal from points in Schuylkill county, Pa., to Jersey City, N. J., 
and from points in Lackawanna, Luzerne, and Schuylkill coun- 
ties, Pa., to New York, N. Y., including Brooklyn, over irregular 
routes. 

*MC 104274, Sub. 2, Moe Gilson and Gale Jacobs, Los An- 
geles, Calif., dba California Trailer Convoy. By division 5. 
Certificate denied, Commissioner Lee dissenting. New and used 
house trailers transported by truck-away and drive-away meth- 
ods over irregular routes, (1) in initial movements between 


} Points in Calif., on the one hand, and, on the other, points in 
} Ariz., Ark., Colo., Ida., Ill., Ind., Ia., Kan., La., Mich., Minn., 
i Mo., Mont., Neb., Nev., N. M., D. D., Okla., Ore., S. D., Tex., 


Utah, Wash., and Wyo., with return of undercarriages consist- 
ing of tires, axles, and wheels, and (2) in secondary movement 
between all points in Ariz., Ark., Colo., Ida., Ia., Kan., La., 
Minn., Mo., Mont., Neb., Nev., N. M., N. D., Okla., Ore., S. D., 
Tex., Utah, Wash., Wyo., and Calif. The report said the dis- 
tribution of new trailers had been completed and quoted testi- 
mony that the secondary movements of used trailers were 
sporadic and that no difficulty had been experienced in trans- 
porting all trailers requiring such movement. 

_ *MC 704, Sub. 1, Jesse O. Willett, Magnolia, Ark., exten- 
Sion. Amended certificate granted, on reconsideration by divi- 
sion 5. Machinery, materials, supplies, and equipment inci- 
dental to our used in the construction, development, operation, 
and maintenance of facilities for the discovery, development, 


} 2nd production of natural gas and petroleum, and pipe, and 
}Such machinery, materials, and supplies as are incidental to 


or used in connection with the construction, operation, main- 
tenance, and dismantling of gas, gasoline, and oil pipe lines 
between points in Alabama and Mississippi, and between points 
in Alabama and Mississippi, on the one hand, and, on the other, 
points in Arkansas and Louisiana, over irregular routes. 

*MC 1746, The Southern Limited, Inc., Chicago, III., com- 
mon carrier. Amended certificate granted, on reconsideration 
by division 5. Passengers and their baggage, and express and 
newspapers in the same vehicle with passengers, between Chi- 
cago, Ill, and Paducah, Ky., over the following route, serving 
all intermediate points thereon: From Chicago over U. S. high- 
way 41 to Hammond, Ind., thence over Sibley blvd.; to junction 
of that boulevard and Illinois highway 1, thence over that high- 
way to Norris City, Ill., and thence over U. S. highway 45 to 
Paducah, and return over the same route. 

*MC 2935, Sub. 2, Tuscaloosa Motor Express, Tuscaloosa, 
Ala., extension. Certificate denied. General commodities, with 
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exceptions, between Tuscaloosa, Ala., and Columbus, Miss., 
over U. S. highway 82 serving all intermediate points and the 
off-route points of Aliceville and Carrollton, Ala., and the U. S. 
army air base located in Mississippi on U. S. highway 45, ap- 
proximately 10 miles north of Columbus, Miss. The report said 
the Commission concurred in the views of a joint board com- 
posed of representatives of Alabama and Mississippi, who rec- 
ommended that the application be denied. It said the board 
admitted that there was a temporary inadequacy in the present 
service between Birmingham and Columbus, but recommended 
that existing motor carriers be given a chance to remedy the 
situation. 

*MC 19423, Endres Delivery, Inc., Buffalo, N. Y., common 
carrier. On reconsideration by divisions 5, findings in prior 
report as decided June 7, modified to eliminate authority to 
conduct operations in the transportation of household goods 
from points in Erie and Niagara counties, N. Y., on the one 
hand, and points in Illinois, Ohio, Pennsylvania, and New Jer- 
sey, on the other. The report said the prior report had granted, 
in addition to the household goods authority now eliminated, 
general commodities, with exceptions, between Buffalo, on the 
one hand, and, on the other, points in Erie and Niagara coun- 
ties, except Depew, Lancaster, and Cheektown, N. Y. 

*MC 61623, Sub. 2, Gate City Transport Co., Inc., Greens- 
boro, N. C., extension. On reconsideration by division 5, cer- 
tificate amended so as to authorize, in addition to authority 
granted in prior report, transportation of new and used auto- 
mobiles, trucks, and chassis from Warren township, Macomb 
county, Mich., to points in N. C., traversing O., W. Va., Va., 
Ky., and Tenn., for operating convenience only. The report 
said the prior report had granted the same commodities from 
Detroit and other points in Wayne county, Mich. It said the 
filing of the present application was prompted by the fact that 
a large manufacturer had moved its truck plant from Detroit 
to a point-in Warren township, approximately one-fourth miles 
beyond Detroit’s corporate city limits. 

MC 103468, Sub. 2, P. L. Bogovich, Grand Coulee, Wash., 
extension. Certificate denied. By irregular routes, household 
goods (1) between points in Washington west of the Cascade 
Mountains and the Klickitat River, on the one hand, and, on 
the other, points in Washington east of the same mountains 
and river, and (2) between points in Washington east of the 
same mountains and river, on the one hand, and, on the other, 
points in Ore., Calif., Ida., and Mont. The report said the 
Commission would consider issuing temporary authority, as a 
war emergency measure, for transportation of household goods 
between points in Washington east of the described mountains 
and river, except those points embraced in the applicant’s pres- 
ent certificate, on the one hand, and, on the other, points in the 
four states mentioned. It also said there was an abundance of 
facilities available to handle the household goods traffic in nor- 
mal times between eastern Washington points and the four 
states. 

*MC 65665, Weathers Bros. Transfer Co., Inc., common 
carrier. Certificate granted. Household goods between points 
in Ala... Del., Fia., La.; Md. Miss., N. J., N. %., N.C, Pa, Sc. 
and Va., and between points in Ga., on the one hand, and points 
in Del., on the other, over irregular routes, in addition to opera- 
tions authorized in prior report, 27 M. C. C. 811. Chairman 
Patterson noted a dissent in part. 

*MC 78344, Paul Goncz, dba National Movers of Boston, 
Watertown, Mass., common carrier. Certificate granted. Ap- 
plicant found entitled to continue operations as common car- 
rier of household goods between points in Mass., Conn., Me., 
N. H., N. J., N. Y., Pa. R. L., and Vt., and between points in 
Mass., on the one hand, and points in 17 states and the District 
of Columbia, on the other, all over irregular routes. 

*MC 101075, Super Oil Co., Moorhead, Minn., common 
carrier. Certificate granted. Petroleum products, in bulk, in 
tank trucks, from Superior, Neb., and Champlin, Ia., to points 
in described territories in Minn., and N. D., over irregular 
routes. 

*MC 102616, Sub. 10, Coastal Tank Lines, Inc., York, Pa., 
extension. Amended certificate granted. On reconsideration, 
findings in prior report, 31 M. C. C. 801, modified so as to 
authorize applicant to transport specified commodities from 
Baltimore, Md., to points within a designated area in Va., in- 
cluding points in Accomac and Northampton counties, over 
irregular routes. 

*MC 31389, Malcolm P. McLean, Jr., dba McLean Trucking 
Co., Winston-Salem, N. C., common carrier, embracing MC 
31389, Sub. 1, McLean Trucking Co., Inc., extension. Certificate 
granted. On further hearing in MC 31389, findings in prior re- 
port, 30 M. C. C. 565, modified. Textiles and textile products 
from points in a specified portion of N. C., to points in N. J., 
Conn., R. I., and Mass., and specified portions of Md., Del., Pa., 
and N. Y., and of general commodities, with certain exceptions, 
from Baltimore, Md., York, Pa., Bayonne, N. J., New York, N. 
Y., and points in the Philadelphia, Pa., commercial zone to 
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points in a specified portion of N. C., over irregular routes. In 
MC 31389, Sub. 1, textiles and textile products from certain 
points in N. C., to points in N. J., Conn., R. I., and Mass., and 
specified portions of Md., Del., Pa., and N. Y.; manufactured 
tobacco products from Winston-Salem and Durham, N. C., to 
Providence, R. I., and certain points in Conn. and Mass.; and 
general commodities, with certain exceptions, from points in 


specified portions of R. I. and Conn. to points in a specified por- 
tion of N. C. 


*MC 954, Sub. 13, Mid-States Freight Lines, Inc., Chicago, 
ill,, extension. Certificate granted. General commodities, with 
exceptions, over specified routes between certain points in Mass., 
N. Y., Pa., O., Ind., and Ill., with certain restrictions, for operat- 


ing convenience only, in connection with presently authorized 
operations. 


*MC 17011, Sub. 1, Marval Transportation, Inc., Yonkers, 
N. Y., extension. Permit granted. Dry or liquid sugar, and syrup, 
in containers, from Yonkers, N. Y., to points in N. Y. and N. J. 
within 50 miles of Yonkers and points in Conn. within 30 miles 
of Yonkers, over irregular routes, and rejected shipments and 
empty containers of such commodities on return. Commissioner 
Lee, concurring, said he thought the applicant should be au- 


thorized to transport liquid sugar and syrup, in bulk, in tank 
trucks. 


*MC 49490, Sub. 5, Harlow Andrew Osteboe, dba Osteboe 
Motorway, Windon, Minn., extension. Certificate granted. House- 
hold goods between points in southwestern Minn., on and south 
of U. S. highway 14 and on and west of Minnesota highway 15 
extended to the Ia. line, on the one hand, and points in Wis., 
Ill., Ia., Mo., N. D., S. D., Mont., Neb., and Kan., on the other, 
over irregular routes. 


*MC 65967, Sub. 3, Wilson Truck Co., I'nc., Nashville, Tenn., 
extension. On reconsideration, findings. in prior report, decided 
Jan. 21, modified. Certificate granted. General commodities, 
with exceptions, to and from points in the Chicago commercial 
zone, and Chicago Heights and Glenview, IIl., as off-route points 


in connection with applicant’s present authorized regular route 
operations. 


*MC 72300, American Carloading Corporation, Detroit, 
Mich., common carrier. On reconsideration findings in prior re- 
port, 33 M. C. C. 627, modified. Certificate denied. Applicant’s 
collection and delivery services performed at Chicago, IIL, 
Lansing, and Pontiac, Mich., found to be exempt, under section 
202(c) of the interstate commerce act, from the certificate or 
permit requirements of the act. Commissioner Lee concurred. 

*MC 90941, Sub. 2, Louis A. Giovanelli, Chester, Mass., ex- 
tension. Permit denied. Abrasive grain from Westfield, Mass., 
and abrasive grinding wheels and blocks from Chester, Mass., 
to Bridgeport, Collinsville, Hartford, Meriden, New Britain, 
Norwich, and Waterbury, Conn., over irregular routes, and re- 
turned empty containers in the reverse direction. 

*MC 105030, George Edward Hepner, Indianapolis, Ind., 
contract carrier, Permit granted. Inedible meat refuse between 
Indianapolis, Ind., and Chicago, Ill., and feed and fertilizer, 


reverse direction, with service to certain intermediate and off- 
route points. 


COMMISSION ORDERS 


I. & S. 5256, Brick, Iowa to Omaha, Neb. Order of July 27, further 

modified to become effective November 27, on not less than one day’s 
notice, instead of October 27. 
MC-F 1555, James C. Coughlin, control, Valley and Coast Transit 
Co., and MC-F 1572, California Motor Transport Co., Ltd., merger, 
Valley and Coast Transit Co. Time within which authority granted in 
report and order of February 27, 1942, may be exercised, extended to 
November 30. 

MC-F 2250, Floyd M. Hall et al., purchase, Overland Transfer Co. 
Time within which petitions for reconsideration of report and order of 
division 4, of July 27, or further hearing may be filed, extended to 
November 1. 

MC 2890, All-American Bus Lines, Inc., application for new opera- 
tion. Report and order of September 28, 1939, modified so as to insert 
in route 3 of Appendix 1, after words ‘‘Dallas, Tex.’’; following: thence 
over U. S. Highway 80 to Weatherford, Tex., thence over U. S. Highway 
180 through Breckenridge, Tex., to Albany, Tex., thence over U. S. 
Highway 351 to Abilene, Tex.; Certificate issued to applicant on Janu- 
ary 24, 1941, amended to conform with modified findings set forth in 
preceding paragraph hereof. This order shall become effective Novem- 
ber 25, unless any party in interest shall show cause, if any there be, 
in a writing verified under oath, why report and order of September 
28, 1939, should not be modified in manner described above. 

MC 15801 Sub. 4, Russell Gilliland, extension, Chicago Commercial 
Zone. Report and order of August 14, modified so as to delete from 
authority described in appendix to report under heading Flour, word 
‘“‘Rockford,’’ and insert in lieu thereof word, ‘‘Lockport.’’ 
shall become effective November 25, unless any party in interest shall 
show cause, if any there be, in writing cerified under oath, why report 
and order of August 14, should not be modified in manner described 
above. 

MC 22920 Sub. 9, W. G. Burgess, extension, U. S. Highway 169. Re- 
port and order of July 3, modified so as to delete therefrom words, 
“that portion of his presently authorized route between Kansas City, 


This order . 


TRAFFIC WORLD 


Mo., and junction U. S. Highways 50 and 169,’’ and substitute ji 
thereof words, ‘‘that portion of his presently authorized route be 
Kansas City, Mo., and junction U. S. Highways 59 and 169.”’ 
order shall become effective November 25, unless any party in i) 
shall show cause, if any there be, in writing verified under oath 
report and order of July 3, should not be modified in manner des 
above. 

MC 61916 Sub. 2—Crescent Stages, Inc., extension of operitions. 
Report and order of May 18, 1938, modified so as to authorize issuance 
to applicant, on compliance with sections 215 and 217 of act and rules 
and regulations thereunder, of an amended certificate authorizing opera. 
tion as a-common carrier, of passengers and their baggage and of 
express, mail, and newspapers in same vehicle with passengers, over 
regular route and between fixed termini specified below: Between Talla- 
dega, Ala., and Lincoln, Ala., over Alabama Highway 120, serving alj 
intermediate points. This order shall become effective November 25, 
unless any party in interest shall show cause, if any there be, in writ. 
ing verified under oath, why report and order of May 18, 1938, should 
not be modified in manner described above. 

No. 28861, E. J. Stanton & Son vs.-A. T. & S. F. et al. S 
petition of complainant for reconsideration, denied. 

No. 28940, E. J. Stanton & Son vs. A. D. & N. et al. 
complainant for reconsideration, denied. 

Finance 14232, Missouri Pacific Railroad Corp. in Nebraska Trustee, 
abandonment. Time within which protestants may file a petition for 
rehearing, reargument, or reconsideration with respect to report and 
certificate of September 16, extended to and including November 1, 

MC 103548 Sub. 1, Benjamin L. Klein, contract carrier application, 
and MC-C 332, Transportation activities of B. L. Klein. Joint petition 
of protestants, Association of Interstate Motor Carriers, Interstate Dress 
Carriers, Inc., and Ehrlich Newmark Trucking Co., Inc., for rehearing 
and reconsideration, denied. 

MC-C 408, Mountain Transit Corp. et al. vs. C. & S. Mountain Line 
et al. Motion filed by defendants to make complaint more definite and 
certain, overruled. 

No. 29118, Michael-Swanson-Brady Produce Co. vs. 
et al. Complaint dismissed. 
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MOTOR FINANCE CASES 

MC-F-2644, St. Paul Terminal Warehouse Company—cControl; Witte 
Transportation Company—Purchase—Reuben A. Holst. Application for 
authority under section 210a (b) of Witte Transportation Company, 
of St. Paul, Minn., for temporary operation of motor-carrier rights and 
properties of Reuben A. Holst, doing business as Merchants Transfer, 
of Plainview, Minn., granted. 

MC F-2512, Aime V. Plante—Control; Robert’s Express, Inc.—Pur- 
chase—Bourgeois Express, Inc. Purchase by Robert’s Express, Inc., of 
Manchester, N. H., of operating rights and certain property of Bourgeois 
Express, Inc., of Greenville, N. H., and acquisition by Aime V. Plante, 
also of Manchester, of control of said operating rights and property 
through said purchase, approved and authorized, subject to condition. 

MC-F-2487, David C. Doyle—Purchase—Michigan Interstate Motor 
Freight, Inc. Purchase by David C. Doyle, doing business as Doyle 
Freight Lines, of Saginaw, Mich., of operating rights and certain prop- 
erty of Michigan Interstate Motor Freight, Inc., of Kalamazoo, Mich., 
approved and authorized, subject to condition. 

MC-F-2495, Henry E. Beard and John T. Laney—Control—New 
South Express Lines, Inc. Application of Henry E. Beard and John T. 
Laney, of Camden, S. C., for authority to acquire control of New South 
Express Lines, Inc., of Columbia, S. C., through purchase of capital 
stock, denied. 

MC-F-2623, Southeastern Greyhound Lines—Issuance of Stock. Auv- 
thority granted Southeastern Greyhound Lines, of Lexington, Ky., to 
issue 271,409 shares of common stock, par value $5 each, to be dis- 
tributed as a stock dividend, subject to conditions. 

MC F-2609, Hayes Freight Lines, Inc.—Issuance of Securities. Ap- 
plication for authority to execute and deliver a chattel mortgage, with- 
out notes or other evidence of indebtedness, dismissed. 

MC F-2624, W. C. Lucas et al.—Purchase—Carolina Transportation 
Co. Application for authority under section 210a(b) of W. C. Lucas, 
Pearlie M. Lucas, and A. B. Cox, dba Piedmont Trucking Co., of 
Asheboro, N. C., for temporary operation of a portion of the motor- 
carrier rights and properties of Carolina Transportation Co. of Raleigh, 
N. C., granted, with conditions. 

MC F-1818, The National Transportation Co.—Purchase—George B. 
Basehore et al embracing embracing MC F-2407, The National Trans- 
portation Co.—Lease—Capitol Motor Lines, Inc. Applicant’s petition 
in MC F-1818, filed September 21, 1944, granted in part, and orders 
entered October 14, 1942, and October 13, 1943, in MC F-1818, supple- 
mented so as to authorize further extension of lease term and time 
within which purchase authority may be exercised for an additional 
period expiring with the effective date of such order as may be entered 
determining the ‘‘grandfather’’ application in MC 33795. Applicant's 
petition in MC F-2407, filed September 23, 1944, granted in part, and 
order entered June 9, 1944, in MC F-2407, supplemented to authorize 
extension of lease for an additional period expiring with the effective 
date of such order as may be entered determining the ‘‘grandfather 
application in MC 33795, provided, however, that if the purchase author- 
ity granted the National Transportation Co. in MC F-1818 is exercised, 
said lease authorized in MC F-2407 may be further extended to June 8, 
1946. Said petitions denied in all other respects. 


HOBOKEN REORGANIZATION 
By a certificate in Finance No. 14291, Hoboken Manufac- 
turers Railroad Co. Reorganization, the Commission, by divi- 
sion 4, has certified that in the preparation by its bureau of 
accounts of a report on its investigation of the net income of 
the debtor railroad, for the period from July 1, 1932, to May 


31, 1943, inclusive, the Commission incurred a total expense of 
$1,065.05. 
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Proposed Reports 


in I. C. C. Cases 


Railroad, Water, and Motor Transport 





L. & N.-I. C. Construction 


In Finance No. 14571, Chicago, St. Louis & New Orleans 
Railroad Co., et al., Construction and Operation, Examiner R. 
Romero has recommended construction by the Chicago, St. 
Louis & New Orleans Railroad Co., and the Louisville & Nash- 
ville Railroad Co., and operation by the latter and the Illinois 
Central Railroad Co., of a joint railroad line between a point 
near Central City or Martwick and Drakesboro, in Muhlenberg 
county, Ky., as suggested by the applicants, or, in the alterna- 
tive, if the L. & N. is unwilling to particpate in such an ar- 
rangement, the construction by the C., S. L., & N. O., of its 
own line, and operation thereof by the I. C., as sought in the 
application. 

The report said the C., St. L., & N. O., and the I. C,, 
applied last May for authority for the former to construct, and 
for the latter to operate, a railroad line extending from a con- 
nection with their main line at a point about .75 mile northeast 
of Central City in a southeasterly direction for a distance of 
7.9 miles in Muhlenberg county to serve two mines, one owned 
by the Kirk Coal Mining Co., and the other by the W. A. 
Wickliffe Coal Co. 

Officers of the applicant railroads, the report said, had 
made efforts to work out with officers of the L. & N., some 
cooperative plan to provide joint services by the two railroads 
to the Muhlenberg county coal area. It said the I. C. had con- 
tended that such a joint track would provide a more econom- 
ical and efficient way of serving the territory and would afford 
the simplest method of reaching all mines opened in that dis- 
trict in the future. 


“The joint operation of mines has been found satisfactory 
by the Illinois Central, but the Louisville & Nashville is not 
interested in joint operations,” the report said. “The latter 
contends that one line can furnish better service than two, 
particularly where there is a shortage of Illinois Central cars, 
as has been the case in the past three years; and that at times 
one railroad would fill the mine tracks so that the other would 
be unable to reach the mine. Furthermore, the intervenor op- 
poses independent construction by the Illinois Central prin- 
cipally on the ground that it would be uneconomical to con- 
struct two lines and maintain double service in a territory that 
could be served by one line; and that, based on past expe- 
riences, the tonnage that would be produced would be insuffi- 
cient to support two railroads.” 


_ It was evident, the report said, that the new mines con- 
tained enough tonnage to supply more than one railroad. 


The report said the application in Finance No. 14571 was 
heard jointly with an application filed in Finance No. 14536 by 
the L. & N. for authority to construct a line of railroad to serve 
the same mines and that the L. & N. intervened in Finance 
No. 14571 in opposition to the application (see Traffic World, 
September 9, p. 627, and October 7). 

“There has been a national emergency in the coal industry 
for more than two years,” the report said. ‘“‘The United States 
Department of Solid Fuels Administration for War has esti- 
mated a substantial shortage of coal this fall and winter and 
has encouraged the opening of new mines. The record does not 
indicate to what extent want of development of new coal fields 
accounts for the coal shortage, but operation of new mines 
undoubtedly will result in increased production. Furthermore, 
the number of customers in the western Kentucky field is in- 
creasing and there is a strenuous demand for coal.” 


Proposed Reports 
Imported Kapok 


No. 29114, Van Waters & Rogers, Inc., of California vs. 
Baltimore & Ohio et al. By Examiner Harold M. Brown. Dis- 
Missal proposed. Domestic carload rate of $3.775 a hundred 
Pouncis charged on kapok imported from Netherlands West In- 
dies, shipped in August, 1941, from Los Angeles Harbor and 
Wingfoot, Calif., to Brooklyn, N. Y., with stop in transit at 
Wingfoot to complete loading, proposed to be found applicable, 
on ground that applicable tariff did not authorize stopping in 
transit to complete loading. The examiner said the kapok at 
Wing foot was not entitled to the import rate of $1.54 a hundred 
Poun:’s contended for by complainant, and that the kapok that 


was in the car on its arrival at Wingfoot also was not entitled 
to the import rate because the tariff made no provision for im- 
port traffic to be stopped en route to destination. Therefore, he 
said, the applicable rates were those charged, 5.5 cents to Wing- 
foot and $3.72 beyond. 


Wallboard 


No. 29089, Freight Transportation Engineers, Inc., vs. Cin- 
cinnati, New Orleans & Texas Pacific et al. By Examiner 
Horace W. Johnson. Fourth class rates of 65 cents a hundred 
pounds charged on carload shipments of wallboard made of 
fibreboard shipped in February and May, 1940, from Greensboro, 
N. C., to Cincinnati, O., proposed to be found inapplicable. Find- 
ing recommended that applicable rate was the contemporaneous 
class 22%G rate of 38 cents. Reparation in amount of $272.43 
proposed. The issue was one of tariff interpretation. 


Accounting 


No. 29140, Accounting for Post Driving to Arrest Water 
Pockets and Mud Heaves. By Examiner Howard Hosmer. Pro- 
posed that expenditures by railroads for labor and materials 
required in driving posts in the roadway to arrest water pockets 
and mud heaves be charged to road account No. 3, grading, 
except the expense of removing ballast and resurfacing, which 
would be chargeable to operating expenses. The report sug- 
gested that the uniform system of accounts for steam railroads 
be amended in accordance with this proposed finding. The re- 
port said the purpose of the action was settlement of a con- 
troversy between the Commission’s bureaus of accounts and 
valuation, on the one hand, and the Texas & Pacific Railway 
Co., Texas & New Orleans Railroad Co., and Louisiana & Ar- 
kansas Railway Co., respondents, on the other, relating to 
interpretation of the uniform system of accounts for steam 
railroads, issue of 1943. It said the question presented was 
whether the described expenditures should be shown in the 
accounts for investment in road, as the Commission’s bureaus 
contended, or in the operating expense accounts for mainte- 
nance of way and structures, as the respondents contended. 





Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type. 
with name of town or city following.) 


New Jersey (Atlantic City)—-MC 13036, Sub. 3, Albert W. 
Casperaites, dba Casper’s South Jersey Express, extension. De- 
nial of certificate proposed. Dressed poultry, butter, eggs, and 
cheese, between Philadelphia, Pa., and Atlantic City, N. J., 
over U. S. highway 30, serving all intermediate points and off- 
route points of Collingswood, Westmont, Haddonfield, Hammon- 
ton, Pleasantville, Ventnor, Margate City, and Longport, N. J. 

New York (New York City)—-MC 16682, Sub. 17, Murray 
and Alexander Shapiro, extension. Certificate proposed. Store 
fixtures, hotel equipment, and kitchen equipment, uncrated, 
(1) between New York City and Weehawken, N. J., on the one 
hand, and points in Me., N. H., Vt., Mass., Conn., R. I., N. Y., 
N. J., Pa., Del., District of Columbia, Va., W. Va., M. C., S. C., 
Ga., Fla., O., Ind., Ill., and Mich.,’on the other; and (2) between 
Norwalk, Conn., on the one hand, and points in N. C., S. C.,, 
Ga., and Fla., on the other. 

Virginia (Roanoke)—-MC 66571, Sub. 3, Red Line, Inc., 
extension. Denial of certificate proposed. General commodities, 
between Roanoke, Va., and Charleston, W. Va., over specified 
routes. Temporary authority could be granted applicant on 
proper showing, the report said, if other carriers, because of 
the manpower situation and other problems, were unable to 
provide the desired service in the present emergency. 


FINANCE APPLICATIONS 
MC 9-2666, Sunset Motor Lines, San Angelo, Tex., asks authority 
to purchase operating rights of C. M. Lang, dba Lang Motor Freight, 
of Lubbock, Tex., under certificate issued in MC 52649, and sub- 
numbered applications, authorizing motor common carrier operations 
between designated points in Texas, and intrastate operating rights, 
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for a total of $2,800. Applicant says it has operated over the vendor’s 
route since May, 1943, under a lease authorized in MC F-2106, which 
expires December 31, 1944, at a rental of $175 a month. 

MC F-2667, Dale Terry, dba Terry Trucking Service, of Ottawa, 
Ill., asks authority to purchase certain operating rights of Russell M. 
James, dba F. M. James & Son, Springfield, Ill., and temporarily to 
operate. 


Finance No. 19013, amendment, Frederick H. Ecker, Frank C. 
Wright, and Robert E. Coulson as the reorganization committee for 
the Western Pacific Railroad Co. ask to amend their application for 
authority to issue securities by the Western Pacific and certain other 
matters. The amended application said it was proposed, in accordance 
with the plan of reorganization, that the entire $10,000,000 principal 
amount of first mortgage 4 per cent bonds, series A, as determined 
by the district court, would be issued at par to the Reconstruction 
Finance Corporation. It said that any amounts of cash paid by the 
R. F. C. for the bonds, in excess of the principal amount of the 
trustee’s certificates then outstanding and held by the R. F. C. on 
the date of the consummation of the plan ($9,000,000 principal amount 
as of September 15, 1944) would be applied by the reorganized com- 
pany from time to time to proper capital expenditures, including without 
limitation of the generality of the foregoing, reimbursement of the 
treasury for funds expended for capital purposes by the bankruptcy 
trustees from available net income subsequent to January 1, 1939. A 
further amendment proposed was that the bonds would be dated initially 


as of January 1, 1939. This change, from January 1, 1944, the applica-~- 


tion said, was in accordance with a letter from Director Sweet of the 
Commission’s Bureau of Finance. 


Finance No. 14726, Wabash Railroad Co. asks authority to issue and 
sell $47,000,000 principal amount of its first mortgage bonds, series B, 
to be dated as of November 1 or December 1, or as of some date 
between, and mature in 26 years, and to be issued under and secured 
by the first mortgage of the railroad to Central Hanover Bank & Trust 
Co., and Henry W. Blodgett, trustees, dated January 1, 1941, and an 
indenture supplemental thereto. The bonds will bear interest at a 
rate to be prescribed in the bid or bids the applicant may accept, 
and will be redeemable before maturity, on any date, as a whole or 
in part by lot, at a premium or premiums to be specified. The applicant 
says the proposed supplemental indenture will provide for an annual 
sinking fund payment to be made on or before one year after the date 
of the bonds, and on or before the same date of each year thereafter, 
to and including the same date in 1969, of $235,000, being one-half of 
one per cent of the original issue of $47,000,000 of bonds. It says 
that, after the sale of the proposed bonds for delivery and payment 
on or about November 8, it proposes to call for redemption on January 
1, 1945, at 101% per cent of principal, and accrued interest, its first 
mortgage 4 per cent bonds, series A, due January 1, 1971, now out- 
standing in the principal amount of $47,354,300 and accrued interest. 
It says it deems it a prudent course to refinance the old bonds because 
of the lower rate of interest at which it is believed the new bonds 
can be sold, and that, if the interest rate to be paid on the new bonds 
were to be 3% per cent or 3% per cent, or a rate between those 
rates, the refinancing would result in an estimated net saving to it 
over the 26-year life of the bonds, of between $7,730,609 and $12,052,406. 

MC F-2668, Wilbur C. Bacon, of Chicago, Ill., asks authority to 
acquire contro! of Central Motor Freight Co., of Kalamazoo, Mich., and 
of Milwaukee Truck Service, Inc., of Milwaukee, Wis., through owner- 
ship of capital stock. 


MC F-2669, Service Trucking Co., Inc., of Federalsburg, Md., asks 


authority to purchase certain operating rights and equipment of Arthur 
B. Rosser, also of Federalsburg. 


Finance No. 14727, Potomac Edison Co. asks authority to issue and 
sell $16,981,000 principal amount of first mortgage and collateral trust 
bonds due 1974, and to use the proceeds to redeem $16,981,000 principal 
amount of its first mortgage bonds. It was explained in the Commis- 
sion’s Bureau of Finance that Potomac, an electric utility company, was 
required to file an application within the Commission because it oper- 
ated electric lines in the state of Maryland as a part of the general 
railroad system of the country, terminating interstate traffic. 

MC F-2670, Ralph M. Wallace and Isabel Wallace, dba Northwest 
Freight Lines, of Billings, Mont., ask authority to purchase certain 
operating rights, equipment, and property of Bruce Cook and Harry 
W. Fulmer, dba Cook & Fulmer, also of Billings, and temporarily to 
operate. 

MC F-2671, Ralph M. Wallace and Isabel Wallace, dba Northwest 
Freight Lines, of Billings, Mont., ask authority to purchase certain 
operating rights, equipment, and property of Flathead Transportation 
Co., also of Billings. 

MC F-2672, Wichita Forwarding Co., Inc., of Kansas City, Mo., 
asks authority to purchase certain operating rights of Adams Transfer 
& Storage Co., also of Kansas City. 

MC F-2673, Rolls Truck Lines, Inc., of Rolls, Mo., asks authority 
to purchase certain operating rights of Raymond L. Powers, dba Stan- 
dard Motor Service, of Richland, Mo. 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14703, West Feliciana Railway Com- 
pany Securities, granting authority to issue 650 shares of capital stock, 
of the par value of $100 a share, and 3 promissory notes, each in the 
amount of $15,000 bearing interest at 3 per cent per annum, payable 
annually, and maturing serially in 1, 2 and 3 years from date; said 
notes to be delivered to pay the unpaid purchase price of a line of 
railway; and said stock to be sold at. par for cash, and the proceeds 
used to make the cash payment on the purchase price, to pay the notes 
and organization expenses, and to provide for working capital. Ap- 
proved. 

Report and certificate in F. D. No. 14654, Chesapeake & Ohio Rail- 
way Company Construction, authorizing construction by the Chesapeake 
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& Ohio Railway Company of a line of railroad in Boone County, W, y, 
Approved. 

Report and order in F. D. No. 14710, Missouri-Illinois Railroad Co, 
Note, granting authority to issue at par a promissory note in the face 
amount of not exceeding $750,000 and to apply the proceeds ‘o the 
redemption of $1,177,500 of outstanding first-mortgage 5 per cent bonds, 
series A, due January 1, 1959. Approved. 


PETITIONS FOR REHEARING, ETC. 

MC-F 2435, James D. Van Hooser, Harold J. Utter and Don ph, 
Utter, control, Consolidated Bus Lines, Inc., and Central Bus Lines, Inc, 
Applicants ask for modification of order of June 15. 

No. 23130, Intrastate rates on bituminous coal between points ip 
Illinois. Chicago, Burlington & Quincy Railroad Co., respondent, asks 
Commission to modify third supplemental order. 

Finance 13285, Susquehanna and New York Railroad Co., abandon- 
ment. Applicant asks to strike from files of Commission joint petition 
of William H. McCloud and Harry G. Tarskey for reason that same 
is not timely filed, or in alternative that petition be dismissed. 

No. 29002, The Chas. Taylor Sons Co. vs. A. T. & S. F. et al. Com. 
plainant asks for reopening, reconsideration and oral argument or 
reopening and rehearing. 

MC 30205,, Sub. 3, A & B Fast Freight, Inc., extension, Rochester 
to Mansfield, and MC-F 2466, All States Freight, Inc., purchase, A &B 
Fast Freight, Inc. A & B Fast Freight, Inc., applicant, and All States 
Freight, Inc., successor in interest by purchase of A & B Fast Freight, 
Inc., ask for reconsideration and further hearing. 


Common Control of Bus Lines 


Explaining that the transactions they seek to have ap- 
proved by the Commission are designed to comply with the 
Commission’s order of June 15 in MC F-2435, James D. Van 
Hooser et al.—Control—Consolidated Bus Lines, Inc., and Cen- 
tral Bus Lines, Inc. (see Traffic World, June 17, p. 1621), three 
individuals parties to that proceeding have filed an application 
with the Commission, docketed as MC F-2664, for authority to 
acquire control of Kentucky-Virginia Stages, of Pikeville, Ky. 
Applicants in MC F-2664 are Harold J. Utter, Dagne A. Utter 
and Jennie W. Van Hooser, of Lexington, Ky. 

In its order of June 15 in MC F-24385, the Commission 
granted authority to James D. Van Hooser, Harold J. Utter 
and Don D. Utter to acquire control of Consolidated Bus Lines, 
Inc., and Central Bus Lines, Inc., both of Smithville, Tenn, 
subject to compliance with the following conditions: 


(a) James D. Van Hooser, Jennie W. Van Hooser, Harold J. Utter, 
Dagne A, Utter and Don C. Utter shall divest themselves of any interest 
which they may have as stockholders, directors, or employes, in South- 
eastern Greyhound Lines; and (b) subject to this Commission’s prior 
approval (under section 5 if necessary, Harold J. Utter, Don D. Utter 
and James D. Van Hooser, or any of them, shall acquire all the out- 
standing interest or stock not presently owned by them, or Harold D. 
Utter and wife and Don D. Utter shall dispose of their entire interest, 
in the partnership doing business as Short Way Lines, in Kentucky-Vir- 
ginia Stages, and in Hazard-Jenkins Line, Inc., and each applicant shall 
cease to have any interest, or be an officer, director, stockholder or em- 
ploye, in any motor carrier operating in interstate or foreign commerce 
in which Southeastern Greyhound Lines has an interest directly or in- 


directly, through one or more comon officers, directors, stockholders, or 
employes, 


The application in MC F-2664 recites that the present in- 
terest in Kentucky-Virginia Stages is as follows: Oakley Sparks, 
20 per cent; McKinley Sparks, 20 per cent; R. W. Keenon, 20 
per cent; Guy A. Huguelet, 20 per cent; Harold J. Utter, 3 per 
cent, and Dagne A. Utter, 17 per cent. 

“In the instant application,” say the applicants, ‘“‘Dagne 
A. Utter proposes to acquire one-half the 20 per cent interest 
of Guy A. Huguelet and Jennie W. Van Hooser proposes to 
acquire the other one-half interest of Guy A. Huguelet and 
R. W. Keenon proposed to transfer to Harold J. Utter 11 per 
cent of the total issued and outstanding stock of Kentucky- 
Virginia Stages now held by him wherein Harold J. Utter shall 
have the right to vote said stock at his discretion.” 

According to the application, companion applications have 


been filed, in MC F-2662 and MC F-2663 (see Traffic World, | 


Oct. 7), involving acquisition of Short Way Lines and Hazard- 
Jenkins Line, Inc., pursuant to the Commission’s order in MC 
F-2435. 


FORWARDER TARIFF RULES 


On consideration of that part of the petition of the Premier 
Carloading Corporation, formerly the Morgain Forwarding Co. 
in I. and S. No. 5258, Morgain Forwarding Co.—Pickup and 
Storage, seeking postponement of the Commission’s order 1 
that proceeding requiring cancellation of proposed increased 
allowances to shippers in lieu of. pickup service (see Traffic 
World, Sept. 23, p. 753, and Oct. 7), the Commission, by Com- 
missioner Miller, has ordered postponement of the effective 
date of the original order from October 20 to November 20 
The postponement order made no reference to the respondents 
requests for reopening, reconsideration and oral argument be- 
fore the entire Commission. 
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October 14, 1944 


Ex Parte 148 Suspension 


The Office of Price Administration announced, October 10, 
that Max Swiren, of Chicago, had been retained to represent 
the O. P. A. and the Office of Economic Stabilization in the 
reopened hearing in Ex Parte 148, Increased Railway Rates, 
Fares and Charges, 1942. The proceeding has been reopened 
py the Commission for further hearing October 23 in Washing- 
ton, D. C., before Commissioners Aitchison, Mahaffie and Splawn 
(see Traffic World, Sept. 23, p. 761). Mr. Swiren represented 
the O. P. A. in the 1943 proceedings in Ex Parte 148, which 
resulted in the suspension of the increases. By successive orders, 
the Commission has suspended the increases until January 1, 


5: 
The text of the O. P. A. announcement follows: 


Max Swiren, of Chicago, has been retained by the Office of Price 
Administration as special counsel in the railroad freight rate restoration 
proceedings shortly to be heard by the Interstate Commerce Commission, 
0. P. A. Administrator Chester Bowles announced. 

The proceedings are being brought by the Association of American 
Railroads in an attempt to obtain restoration of the three to six per 
cent freight rate increases granted by the Interstate Commerce Com- 
mission in March, 1942, and suspended in May, 1943. 

Mr. Swiren, a partner in the Chicago law firm of Levinson, Becker, 
Peebles & Swiren, served as O. P. A. counsel in the 1943 proceedings 
which were instituted by O. P. A. and which brought about a reduction 
in railroad freight rates amounting to $350,000,000. 

The Office of Economic Stabilization will be represented by the 
0. P. A. in opposing the proposed increases, which are regarded as 
unjustifiable in view of the extraordinary high level of the railroad 
earnings and the adverse effect of freight rate increases on the national 
stabilization program. 


Short Lines 


Adopting in general the statements made by the Class I 
railroads in their motion filed with the Commission, to allow 
the increases authorized in Ex Parte 148, and now under sus- 
pension, to go into effect again January 1, 1945, the American 
Short Line Railroad Association has filed with the Commission 
a supplemental motion for and on behalf of its members, set- 
ting forth, in addition, the special circumstances that the asso- 
ciation said affected the revenue needs of the short lines (see 
Traffic World, Oct. 7, p. 887). 

The association asked that the Commission permit the in- 
creases to go into effect January 1, 1945, without prejudice to 
the right of the petitioning carriers, or any of them, to make 
such further applications to the Commission for increases in 
their rates, fares and charges as changes in circumstances and 
conditions might require. It said the supplemental motion was 
fled for the purpose of advising the Commission, the state 
commissions, and other interested parties, that “the petitioning 
carriers, members of the American Short Line Railroad Asso- 
ciation, will also seek, at the further hearing in this proceed- 
ing, the same measure of relief as is being sought by the peti- 
tioning railroads referred to in the motion of October 5, 1944.” 

_The association said that, since 1940, its members had had 
their labor unit costs increased by more than 30 per cent, ‘due 
to the fact that the wage increases imposed by governmental 
authority, being, in most instances, the same in cents per hour 
as those imposed upon the Class I carriers, while the basic 
wage, prior to the increases was somewhat less. This results 
In a greater percentage-wise increase in labor unit costs.” It 
said, also, that the short lines could not purchase materials and 
supplies in the same quantities as the Class I carriers and that, 
therefore, they did not receive the same discount and other 
benefits of quantity purchases. It said that their unit costs of 
materials and supplies had, therefore, increased to a greater 
extent than those of the Class I carriers. 

The association said that many of its members had not had 
the “unprecedented increase” in the volume of traffic that the 
Class I carriers had experienced and that they had, as a group, 
shown a relatively less favorable operating result. It continued: 


Similarly, many of these carriers have suffered a diminution in the 
volume of their traffic by reason of the fact that their normal traffic 
has greatly diminished while they have not benefited from the so-called 
war traffic, due, in many cases, to routing restrictions and the traffic- 
touting policies of certain of the governmental agencies, and the fur- 
ther fact that relatively few of them have been so fortunate as to have 
enterprises located on their railways which are actively shipping or 
receiving ‘‘war’’ materials. 


The association pointed out that, since May 14, 1943, when 

€ increases were suspended as to freight traffic, wage bills 
and other items of expense had increased and that, because of 
this, as well as the “unfortunate restrictions” aforementioned, 
the short lines had suffered, as a whole, a continuous decline 
In their net railway operating income, as well as in their net 
Income. As the volume of traffic receded from its present level, 
the association said, “further downward spiraling will result.” 
Its members generally suffered more from motor vehicle 
competition than the Class I railroads, said the association, be- 
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cause the shortness of their haul lent itself to increased com- 
petition “without compensating recoupment on long-haul traf- 
fic.” Following termination of the war with Germany, it said, 
there would probably be an increase in motor vehicle competi- 
tion and that this accentuated competition would result in a 
further diminution of revenue and a corresponding decrease in 
net railway operating income and in net income. 

The association pointed out that, since most of its mem- 
bers did not have substantial passenger service, they had not 
been able to participate in the increased passenger traffic aris- 
ing from the movement of military personnel. Therefore, it 
said, the existing (Ex Parte 148) level of passenger fares had 
meant little to the short lines. The association continued: 


Labor shortages and lack of necessary materials have resulted in 
accelerated depreciation of the rolling stock and equipment of these 
carriers, necessitating the future expenditure of substantial sums of 
money for the repair and replacement of that equipment so soon 


as 
that becomes possible. Likewise, large sums of money must yet be 
expended on account of presently-existing deferred maintenance of 


roadway and tracks. 

The carriers herein referred to have not, by reason of the taxing 
statutes, been able to accumulate substantial reserve funds to take care 
of future expenses. This will result in their inability to substantially 
reduce unemployment at the close of the war activities. They must 
have additional revenues in order to meet necessary expenses, and this 
will, in turn, result in a contribution to the solution of post-war unem- 
ployment problems. 


The association said that, with the present level of revenues 
due to the current level of rates, the short lines would have 
their ability to provide adequate and efficient railway trans- 
portation service seriously impaired. Restoration of the sus- 
pended rates would enable them to render a transportation 
service more satisfactory to the public, it said. 


Agriculture and W. F. A. 


The Secretary of Agriculture and the War Food Admin- 
istrator have filed a joint reply to the motion of the railroads, 
and the supplemental motion of the American Short Line Rail- 
Road Association, in Ex Parte 148, asking their denial. They 
said that “fa thorough review of the reasons for which the in- 
creases were originally granted, the carriers’ earnings since 
the authorized increases were Suspended, and the existing evi- 
dence indicating that a large volume of traffic and continued 
high earnings will be available to the carriers, not only for the 
duration of the present emergency and six months thereafter, 
but also for an indefinite time in the future, can result in only 
one conclusion, namely, that not only should the railroads’ 
motion that increases previously authorized be permitted to 
go back into effect on January 1, 1945, be denied, but that the 
suspension of the increases should be made permanent.” 

They said that railway profits, as measured by net railway 
operating income, whether before or after federal corporation 
income and excess profit taxes, had continued unusually high 
throughout the war period, and that it was estimated that, in 
1944, Class I railroads might be expected to earn $2,568,000,000 
before fixed charges and federal income taxes. This figure, 
they said, had been exceeded only once in the history of, the 
railroads, in 1943, when, they said, the railroads had earned 
approximately $2,700,000,000.. Even on the basis of net income 
after fixed charges and all taxes, including income and excess 
profits taxes, for the 12 months ended July 31, Class I railroads’ 
net income had approximated $800,000,000, they said, adding 
that “there is no escape from the conclusion that railroad 
earnings, however figured, are amply high, and no rate in- 
creases are now necessary.” The secretary and the administra- 
tor said the prospects were for a continued high rail tonnage 
of farm products and livestock, and that a production of agri- 
cultural products, exceeding all previous records, had been in- 
dicated for 1944. 


The railroads, they said, based their motion in large part 
“upon mere unsupported speculation that railroad traffic may 
at some unspecified time decline to such an extent that their - 
net income after charges and expenses, including federal in- 
come and excess profits taxes, will be insufficient for them to 
provide adequate and efficient railway transportation service. 
Such speculative assumptions, in contrast with the reality of 
record railroad earning levels, do not provide proper justifica- 
tion for requesting that the general emergency rate increase 
be allowed to go back into effect.” 

As to the short line railroads’ position, the secretary and 
the administrator said they were not convinced that the prob- 
lems of weaker railroads might best be solved by a general 
horizontal increase. Such an increase, they said, imposed a 
heavy burden on farmers and consumers generally for the 
benefit of weak and prosperous railroads alike. 

They said that the other main ground on which the rail- 
roads supported their motion appeared to be “their desire for 
permission to increase present earnings to build reserves for 
possible future needs, and continued: 
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Judge R. V. Fletcher, vice-president of the Association of American 
Railroads, testifying recently before the Kilgore subcommittee of the 
Senate Committee on Military Affairs, stated that the association has 
been trying to urge upon Congress, without any success so far, a 
change in the revenue laws which would permit the railroads to set 
up reserves for deferred maintenance in an amount which might be 
approved by the Interstate Commerce Commission with the privilege of 
deducting those reserves from taxable income. Having failed to obtain 
from Congress authority to set up reserves in this manner—authority 
which has been granted to no industry—the railroads, by this motion 
before the Commission, now seek to be allowed to build such reserves 
by means of a general rate increase. This would pass on to the users 
of railroad services the cost of such reserves plus the railroads’ federal 
income and excess profits taxes thereon. It is submitted that, to allow 
industries an increase of their charges to the public for the purpose 
of setting up reserves for postwar contingencies, is inflation of the 


most dangerous character, and is contrary to the national stabilization 
policy. 





RAIL FINANCIAL DATA 


At the end of July, 1944, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$4,564,935,989, including $1,022,244,133 in cash, as compared 
with $4,048,656,036, including $1,182,998,334 in cash, at the end 
of July, 1943, according to a statement No. M-125, selected in- 
come and balance sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $202,035,131 of funded debt 
would mature within six months from July 31, 1944, as against 
$152,613,204 matured in the comparable period of last year. 

Total current liabilities stood at $2,906,753,515 at the end 
of July, 1944, as against $2,383,782,850 at the end of July, 1943. 
Included in the current liabilities was accrued tax liability of 
$1,878,496,500 at the end of July, 1944, as against $1,511,944,303 
at the end of July, 1943. U. S. Government taxes accounted for 
$1,723,923,104 of the accrued tax liability at the end of July, 
1944, as against $1,357,438,505 at the end of July, 1943. 





Texas Rate Increase Suspension 


The relationship of Texas intrastate rates, fares and charges 
to the suspended increases in Ex Parte 148, and the proper 
method of dealing with the Texas rates in connection with the 
reopened hearing in Ex Parte 148, are discussed in a motion 
for further hearing filed by the Texas rail respondents in No. 
28846, Increases in Texas Rates, Fares and Charges, and a 
reply to that motion by intervening Texas interests. In its de- 
cision of December 18, 1942, in No. 28846, the Commission 
found that the maintenance of intrastate rates, charges, and 
first-class passenger fares within Texas, to the extent that they 
did not include the Ex Parte 148 increases, would cause unjust 
discrimination against interstate commerce, undue preference 
and advantage of persons and localities in intrastate commerce, 
and undue prejudice and disadvantage to persons and localities 
in interstate commerce. By orders of April 28, 1943, November 
16, 1943, and June 5, 1944, the Commission suspended the in- 
creased Texas rates concurrently with the suspensions in Ex 
Parte 148, the order of June 5 suspending the Texas increases 
until January 1, 1945. 


The Texas rail respondents, referring to the motion of the 
rail carriers in Ex Parte 148 that the increased rates in that 
proceeding be permitted to become effective January 1, 1945, 
said that, “in virtue of the evidence therein to be presented, 
the Commission may well conclude that existing circumstances 
and conditions warrant and require that the rate increases 
originally authorized in Ex Parte No. 148 be permitted to be- 
come re-effective on January 1, 1945. 


The Texas carriers said they were e subject to like circum- 
stances and conditions, so that their intrastate rates and 
charges in Texas should be increased at the same time and in 
the same measure as their interstate rates and charges should 
the latter “be allowed to become re-effective.” They asked that 
the Commission re-open the proceeding in No. 28846 for further 
hearing to enable them to present evidence, and that the pro- 
ceeding be assigned for further hearing in conjunction with Ex 
Parte 148 at the same time and place. They asked that the 
Commission, in due course, “allow its order entered in No. 
28846 on December 18, 1942, 253 I. C. C. 723, to become re- 
effective without further suspension on January 1, 1945, in the 
event increases heretofore authorized in Ex Parte No. 148 are 
again permitted to become effective.” 

The Texas traffic interests asked that the carriers’ motion 
be denied in so far as it requested a further hearing in con- 
junction with the Ex Parte 148 hearing, arguing that a further 
hearing in No. 28846 should not be held until the Commission 
had reached its decision in Ex Parte 148. There would be seri- 
ous objection to continuation of the increases, they said, and 
that “it may well be that the Commission will find the previ- 
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ously prescribed increases improper under present condit! ons. 
It may be that it will find that no increases at all are just fieq 
under present conditions.” They continued: 


Section 13 of the interstate commerce act does not give the 
mission power to take jurisdiction over Texas intrastate rates wi 
first having found and prescribed reasonable maximum interstate : ates, 
Wisconsin Passenger Fare Case, 257 U. S. 563 (590-591); State of Fi vridg 
vs. United States, 282 U. S. 194 (211-212). The Commission ha; no 
power to find that Texas intrastate rates discriminate against interstate 
commerce because of certain increased rates which the Commission 
may prescribe on interstate commerce. It must first prescribe the inter. 
state rates and then ascertain whether or not intrastate rates are ui duly 
discriminatory in the light of the increased interstate rates. It wil] 
be impossible for either the respondents or the protestants to pro erly 
prepare and present testimony at a further hearing in this case until 
they know the Commission’s decision in Ex Parte 148. 


‘om- 
hout 


The Texas traffic interests said, also, that if further hear. 
ing was to be held in No. 28846, it should be held somewhe'e in 
Texas “available to protesting witnesses as well as respond- 
ents’ witnesses.”’ Under present travel conditions, they said, a 
case involving Texas intrastate rates should not be heard in 
Washington, thus forcing a large number of witnesses to travel 
great distances to attend and testify. 

Joined in the reply to the carriers’ motion were: Texas 
Industrial Traffic League; Beaumont Chamber of Commerce; 
Port of Beaumont; Dallas Chamber of Commerce; El Paso 
Chamber of Commerce: El Paso Freight Bureau; Fort Worth 
Chamber of Commerce; Fort Worth Freight Bureau; Freight 
Rate Equality Federation; San Antonio Freight Bureau; South- 
western Peanut Shellers Association; Texas Cottonseed Crush- 


ers Association; Waco Chamber of Commerce: and West Texas 
Chamber of Commerce. 


WATER CARRIER REVENUE 


The Commission has issued statement Q-650, prepared by 
its Bureau of Transport Economics and Statistics, covering 
revenue and traffic of carriers by water, Classes A and B, 
compiled from 96 quarterly reports of such carriers, for the 
first quarters of 1944 and 1943. Total freight revenue of such 
carriers for the first quarter of 1944 was $13,414,860, as com- 
pared with $10,372,684 for the same quarter last year, an in- 
crease of 29.3 per cent. The compilation showed that the car- 
riers had handled 12,079,949 tons of revenue freight in the 1944 
quarter as against 9,059,124 in the 1943 quarter. 

Passenger revenue of those carriers in the 1944 quarter 
amounted to $1,135,188, as compared with $952,625 for the 1943 
quarter, an increase of 19.2 per cent. The number of revenue 
passengers carried increased from 1,630,853 in the 1943 quarter 
to 2,350,028 in the 1944 quarter. 

The compilation defined Class A carriers as those having 
annual operating revenues of more than $500,000; and the 


Class B carriers, as those having annual operating revenues 
from $100,000 to "$500, 000. 





COAL. KY. AND ILL. TO NORTHWEST 


The Commission heard argument, October 11, in No. 28629, 
Commonwealth of Kentucky, et al. vs. Illinois Central, et al. 
and No. 28689, Illinois Coal Traffic Bureau vs. Ahnapee & 
Western, et al. The proceedings were reopened for rehearing 
June 14, 1943, after a Commission decision, on December 22, 
1942, 253 1.C.C. 779, that a rate of $2.40 a ton on bituminous 
coal from the western Kentucky group to Chicago and _ inter- 
mediate points taking the same rates would be unreasonable 
for the future to the extent that it exceeded $2.30 a ton, and 
had dismissed the complaint in No. 28689. The controversy 
involved a differential of 35 cents a ton in the rates on coal 
between western Kentucky and southern Illinois coal mine 
groups to Chicago and other points in the northwest, the Ken- 
tucky commission contending that the differential was unduly 
prejudicial to the western Kentucky mines and unduly prefer- 
ential of the southern Illinois mines, and asking a reduction. 
The Illinois Traffic Bureau, on the other hand, contended for 
an increased differential, while other interests asked for main- 
tenance of the existing differential. 

The Commonwealth of Kentucky, the Kentucky Railroad 
Commission, and the Kentucky Coal Agency were represented 
in argument by J. E. Marks and by M. B. Holifield, assistant 
attorney general of Kentucky. W. A. Northcutt appeared for 
the Louisville & Nashville. Others taking part in the argument 
were: Charles W. Stadell, for the Illinois Coal Traffic Bureau, 
et al.; C. A. Conway for the involved railroads; E. B. Wi‘kin- 
son, for the Coal Trade Association of Indiana; Albert Mesevow, 
assistant attorney general of Illinois; Howard W. Vesey, for 
the Northern illinois Coal Trade Association and Middle Siates 
Fuels, Inc.; and Richard F. Wood, for the Fifth and Ninth 
Districts Coal Traffic Bureau. 
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Increased Motor Rates 
The Traffic World Washington Bureau 


By special permission M-45032, the Commission, October 12, 
anted Central States Motor Freight Bureau permission to 
fle, on 15 days notice, its schedules designed to bring about 
increases in revenues of motor carriers operating between Chi- 
cago and the Twin Cities and Duluth, Minn. (see Traffic World, 
September 30, p. 845, and October 7, p. 915). 

By special permission M-45031, the Commission has granted 
Middlewest Motor Freight Bureau permission to publish, on 15 
days notice, a reduction in class rate stops applying between 
northern Illinois points and certain Minnesota and Wisconsin 
points. It was explained at the Commission that cancellation 
of the all-freight rates, which would be permitted under the 
special permission granted to Central States Motor Freight 
Bureau, would make the class rates apply and that Middlewest 
had maintained a minimum rate stop of class 45. It was pro- 
posed to publish, it was said, class rate stops ranging from 37% 
to 44, that these rates would still be higher than the cancelled 
all-freight rates. 


TRUCK EARNINGS 


Compilations prepared by the American Trucking Associa- 
tions, Inc., from motor freight carrier reports of 272 lines, says 
the A. T. A., show that gross revenues in August were 4.2 per 
cent in excess of July and 5.1 per cent above the level of Au- 
gust, 1943, while increase in expense matched or ran ahead of 
the revenue increase, with the result that carriers’ expense con- 
sumed 96.9 cents out of each dollar of gross revenue in August, 
compared with operating ratios of 96.8 for July and 94.9 for 
August, 1943. Of the 272 reporting carriers, said the A. T. A., 
86 whose revenues amounted to 27 per cent of the total, suf- 
fered operating losses whereas 81 had deficits in July and 55 
had deficits in August last year. 

Revenue of the reporting carriers as a whole in August 
totaled $17,781,872 while expense totaled $17,221,999, according 
to the report. By districts the August operating ratio was re- 
_ as follows: Eastern, 96; Southern, 96.3, and Western, 


MOTOR PASSENGER STATISTICS 


The Commission made public, October 10, revenues statis- 
tices of Class I intercity motor carriers of passengers, excluding 
charter or special, for the months of March, April, and May, 
1944, as compared with those months in 1943, statement M-700, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics. Passenger revenues reported by those carriers, 
for the indicated months in 1944 and 1943, respectively, and 
the increases, were as follows: 

March, $30,551,158 and $27,311,381, an increase of 11.9 per 
cent; April, $32,286,834 and $29,160,988, an increase of 10.7 per 
— May, $33,267,170 and $31,393,995, an increase of 6 per 
cent, 


The number of revenue passengers carried increased, 


| March, 1944, over March, 1943, from 39,201,068 to 42,491,538; 


in April, 1944, over April, 1943, from 40,264,428 to 43,751,409; 
in May, 1944, over May, 1943, from 42,892,670 to 44,453,588. 





Motor Traffie by Water 


C. G. Fuller, doing business as Intercoastal Transport, of 
Barnwell, S. C., has asked the Commission, in W-913, for a 
certificate authorizing the institution of a new operation as a 
common carrier of all commodities, involving, in addition to 
Serving the public generally, the interchange of freight with 
motor carriers, and, in particular, with Cooper Motor Lines, 
Inc, 2 motor carrier that the applicant said was subject to 
part Ii of the interstate commerce act. This latter service, the 
applicznt said, was believed exempted under section 303(f) 
(1) and (2) of the act. The applicant said he proposed to 
operate over “the inland waterway and-the Atlantic Ocean, 
between points in South Carolina on the inland waterway and 
South Carolina ports, on the one hand, and Washington, D. C., 
Baltimore, Md., Wilmington, Del., Philadelphia, Pa., Camden 
and Trenton, N. J., and New York City and points in its harbor 
area within 25 miles thereof, on the other hand,” and that he 
Propos.d to acquire, or have built, landing ships now used by 
the armed forces. 

This is the second application of this kind filed with the 
Commission, H. E. Savage, Jr., of Norfolk, Va., having asked 
author iy to transport general commodities when loaded in 
motor -arrier vehicles of carriers subject to part II of the act, 
to, frou, and between Norfolk, Va., Baltimore, Md., Philadel- 
Dhia, J-a., New York, N. Y., Boston, Mass., and to intermediate 
Ports ~s required, in daily service. That applicant claimed 
€xemp ‘on under section 303(e) for non-competitive ferry serv- 
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ice and equipment; under section 303(f)(1), for serving own 
truck operations; and under section 303(f) (2), for serving other 
motor carriers (see Traffic World, Aug. 12, p. 385). A hearing 
on this application has been held. 

One of the points of difference between the two applica- 
tions is that H. E. Savage pointed out that, although he had 
never been engaged in water carrier operations, he had long 
been engaged in motor carrier operations, while the applica- 
tion of C. G. Fuller is for “entirely a new enterprise.” The 
latter said he had had no previous experience in water carrier 
operations, adding that it was his purpose to ‘employ personnel 
who are now members of the armed forces and who have been 
trained in the operation and maintenance of landing ships which 
he anticipates using in the proposed service.” 

Mr. Fuller said it was estimated that there would be avail- 
able a minimum of 2,000 tons moving weekly between the ports 
involved, and that he expected to handle a portion of this traffic 
by transporting the traffic and semi-trailer in which it was 
delivered at interchange ports for delivery to destination port. 
The prospective revenue would run to approximately $26,000 
a week, he said, adding that “the applicant’s operations should 
benefit in particular the northbound movement of unfinished 
cotton goods, but the proposed operations will be held out to 
the public generally.” 

He said he proposed to purchase and acquire landing ships, 
if available, now used by the armed forces, or to contract for 
the construction of similar ships to be used in the proposed 
operation. He described the interchange points with Cooper 
Motor Lines, Inc., as “South Carolina points on the inland 
waterway and South Carolina ports, and Washington, D. C., 
Baltimore, Md., Wilmington, Del., Philadelphia, Pa., Camden 
and Trenton, N. J., and New York City and points in its harbor 
area within 25 miles thereof.” 


Motor Exemption Zones 


“We think it clear that the use (in determination of com- 
mercial zones) of a yardstick for the largest municipalities only 
three miles longer than the yardstick for the smallest munici- 
palities cannot produce a reasonable result,” said the National 
Council of Private Motor Truck Owners, Inc., in exceptions to 
the proposed report by Examiner W. T. Croft in Ex Parte 
MC-37, In the Matter of Commercial Zones and Terminal Areas 
(see Traffic World, July 8, p. 67, and Oct. 7). The examiner 
proposed adoption of commercial zone definitions, generally 
varying in proportion to the size of the municipalities. 

The council said it doubted whether any single formula 
was reasonably workable. 

“To now require private carriers to bring themselves into 
full compliance with the act because they are operating in a 
local area that is more than one, two, three or four miles, as 
the case may be, from the base municipality, even though such 
operations are within a reasonable and actual commercial zone 
would not be consistent with the act,’ it declared. “The pro- 
posed method of zone determination has no relation whatsoever 
to the actual commercial area nor to the intention of Congress. 
Why, under such circumstances, saddle carriers with the burden 
of regulation? Until such time as particular need develops or 
it has the opportunity to treat each area in the light of the cir- 
cumstances existing therein the attitude of the Commission 
should be to permit the carriers to determine for themselves 
the extent to which their operations are lawfully exempt... . 
If the Commission should adopt the findings in the proposed 
report . . . many private carriers, also common and contract 
carriers, will be denied exemptions to which they are legally 
and lawfully entitled and there are absolutely no facts before 
the Commission on which such finding or order could be based.” 
The council asked the Commission to find that at this time 
there was no need to apply the proposed findings to the opera- 
tions of private carriers, or, if it found such need, that the com- 
mercial zones defined be not smaller than intended by the 
framers of section 203(b)(8) and that such definitions be made 
subject to complaint and suspension of their application pending 
final disposition of such complaint. 

The St. Louis-East Side Traffic Conference, in its excep- 
tions to the proposed report, said it believed that it was neither 
practical nor possible to define maximum terminal areas for 
every city or town in the United States in an ex parte proceed- 
ing without a hearing, “since there are so many different con- 
ditions both with respect to the area embraced within munici- 
palities in relation to their population and the areas surround- 
ing them, and whether such areas are incorporated or unincor- 
porated.” It said that St. Louis was an outstanding example of 
unusual circumstances. It asked the Commission to find that 
the terminal area of St. Louis should be the same as that fixed 
for the St. Louis-East St. Louis commercial zone in 1 M. C. C. 
656 as modified in 2 M. C. C. 285, or, if the Commission deemed 
it necessary to do so, that a public hearing be held at St. Louis 
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for the purpose of determining that the terminal area should 
be coextensive with such commercial zone. It suggested that 
some degree of managerial discretion should be left to the 
motor carriers, as “it is well known that railroads extend and 
contract their switching limits at all different communities in 
the United States as the circumstances of the particular situa- 
tion require.” 

Eight bus lines operating in the New York City-New Jer- 
sey area, joining in exceptions to Examiner Croft’s proposed 
report, contended that the terminal areas by motor vehicle for 
passenger mass transportation carriers of the railroads and 
motor carriers in their area shouid be “limited to within the 
city of New York and not the commercial zone of New York, 
N. Y.,” because, they said, in mass transportation passenger 
carrier service, there was no bona fide pickup and delivery 
service. Reference to the record in New York, N. Y., Commer- 
cial Zone, 2 M. C. C. 191, as well as the establishment of other 
commercial zones throughout the United States for motor car- 
riers, they said, indicated that no evidence was asked of or 
submitted by passenger motor carriers, and that the findings 
therein were applicable to property carriers. The parties to 
these exceptions—De Camp Interstate Transit Co., Inter-City 
Transportation Co., New Jersey-New York Transit Co., Inc., 
Jersey City & Lyndhurst Bus Co., Inc., Manhattan Coach Line, 
Inc., Manhattan Transit Co., Inc., Westwood Transportation Co., 
and Westwood Transportation Line, Inc.—asked the Commis- 
sion to exclude from the proposed rules passenger transporta- 
tion carriers. They asked, further, that, in event of a finding 
by it that the proposed rules were applicable to such carriers, 
the Commission find them inapplicable to those in the New- 
York-New Jersey area or to those in an area not greater than 
New York City, or that a hearing be held to determine what 
rules, if any, should be established in that area with respect to 
terminal service by passenger carriers using motor vehicles. 


Six motor common carriers of general commodities, oper- 
ating in southwestern states, joined in objecting to the proposal 
by the examiner that, they said, would have the effect of ex- 
cluding from the terminal area within which motor carriers 
might perform pickup and delivery service in connection with 
line-haul service, integral parts of a base city, even though 
such integral parts might be separately incorporated. The car- 
riers parties to the exceptions brief were: Dallas & Fort Worth 
Motor Freight Lines, East Texas Motor Freight Lines, English 
Freight Co., Gillette Motor Transport, Inc.; Houston & North 
Texas Motor Freight Lines, Inc., and North East Texas Motor 
Lines. They asked that the Commission, in any general rule it 
might adopt, give the motor carriers “the same latitude of 
establishing pickup and delivery limits at a community as the 
railroad or railroads serving such communities.” They also 
asked that the Commission, before adopting any general rule 
that would change the pickup and delivery zones at Dallas, San 
Antonio and Houston, Tex., hold a hearing to determine the 
“proper” pickup and delivery zones for those cities. They said 
that, in the southwestern cities, substantially the entire popula- 
tion of the “‘sub-communities” were part of the base community. 
As an illustration, they said, Dallas did not contain within its 
city limits a very large part of the community known as Dallas, 
but it and a number of separately incorporated communities in 
its environs were, “for all practical purposes,” one city, and 
for all of them there was only one post office. They said that 
the railroads serving Dallas listed Highland Park and Univer- 
sity Park, separately incorporated municipalities, as within the 
zone within which they rendered free pickup and delivery serv- 
ice at Dallas. The motor carriers added that “it would be an 
anomalous situation in which a motor carrier reaching a city 
could not establish the same zone for performance of pickup and 
delivery service as the railroad or railroads reaching the com- 
munity.” 1 oy 

A group of motor carriers operating between Portland, 
Ore., and Vancouver, Wash., among other places, the New 
Jersey Motor Truck Association, and the Public Service Inter- 
state Transportation Co., have filed exceptions to the proposed 
report. The examiner recommended four findings for deter- 
mining commercial zones, not otherwise determined, within 
which transportation by motor vehicle of passengers or prop- 
erty, pursuant to section 203(b)(8) of the interstate commerce 
act was exempt for all provisions of the act except those rela- 
tive to safety, and for determining maximum terminal areas 
within which transportation by motor vehicle by or for motor 
carriers and freight forwarders was partially exempt from all 
provisions of part II of the act, as provided in section 202(c) 
(see Traffic World, July 8, p. 67, and Oct. 7, p. 899). 


Objecting to the fact that the matter had not been sub- 
mitted to a joint board, a division of the Commission, an indi- 
vidual Commissioner, or to a board composed of three or more 
eligible employes of the Commission, which, the motor carrier 
group said, was provided for in section 17, sub. 2, and section 
205 of the act, but had been submitted to one examiner for 
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investigation and recommended order and report, the group of 
motor carriers also took exception to the report on three fur- 
ther grounds. They said the recommended report and order 
attempted to determine “a multitude of questions of fac’ by 
the promulgation of an inflexible administrative rule, genera] 
in scope and applying to all municipalities in the United S|ates 
under any and all circumstances and conditions, regardless of 
the facts.” They said the question was not one that could be 
disposed of by such a general rule, but required investigation, 
hearing, and fact finding. They said the findings were wholly 
unsupported by any evidence and that such findings as were 
made did not support and were inconsistent with the conclu- 
sion reached. They took specific exception to the finding o! the 
examiner that “in the case of a city with a population of 
100,000 people or more, all or any municipalities any part of 
which is within four miles of the corporate limits of such base 
municipality is within a zone adjacent to and commercially a 
part of the base city. .. .”” Such finding was wholly unsupported 
by any evidence or any basic findings of fact, they said. When 
applied to Portland, Ore., they said, it arbitrarily and regard- 
less of the facts automatically made Vancouver, Wash., com- 
mercially a part of Portland, and thereby determined a factual 
situation by the application of an arbitrary and inflexible rule 
or formula based entirely on population and distance, neither 
of which, they said, was a controlling factor in. determining 
the question. ; 

The group joining in the aforementioned exceptions was 
composed of Willamette Hauling Co.; James B. Jones, doing 
business as Jones Hauling Co.; R. A. Heintz, doing business as 
Interstate Heavy Hauling Co.; Phil Transfer & Storage Co.; 
Rudie Wilhelm Warehouse Co., Inc., Louis F. Larsen, doing 
business as St. Johns Motor Express Co.; and Ernest Christen- 
sen, doing business as Vancouver Fast Freight. 

The New Jersey Motor Truck Association said that, by 
authority of its board of directors, it took the position that 
“there is no need for the establishment of commercial zones 
as proposed by the examiner, and furthermore, it would be 
impossible to police operations to determine when ‘they are, 
and when they are not exempt, if such zones were established.” 
They said that it was the association’s position that the newly 
created zones would be presumed by many certificated carriers 
as giving them the right to serve all points within the zones. 
As to those carriers not now subject to the Commission’s juris- 
diction, it said, the proposed recommendations would open the 
door to “a wave of unregulated interstate transportation, de- 
structive and unbridled competition and violations, such as has 
not been seen since the early days of regulation under the act.” 

“For example,” said the association, “certificated motor 
carriers now having the right to serve, let us say, such points 
as Newark, Jersey City, Paterson, New Brunswick, Trenton 
and Camden, and other municipalities located in the highly 
industrialized areas of New Jersey, would naturally jump to 
the conclusion that they would be authorized to serve all of 
the surrounding territory of the numerous commercial zones 
that the report proposes to establish. It is true that the exam- 
iner’s findings are intended to exclude the grant of any such 
additional authority, but the restriction is couched in such 
legal language that the great majority of the motor carriers 
will fail to understand it.” 

The Public Service Interstate Transportation Co. said that, 
if the Commission decided that it was necessary to establish 
terminal areas for transfer, collection or delivery service, such 
areas should apply only to motor carriers of property, and not 
to motor carriers of passengers. It pointed out that ‘opera- 
tions of passengers in mass transportation, particularly in the 
New York metropolitan area, are highly competitive,” and that 
“destructive competition can be eliminated only by limiting 
the operations of such carriers to fixed termini and described 
streets throughout the entire area... .” 

The Hudson & Manhattan Railroad Co., in exceptions, said 
it excepted to the application of the finding of the report to 
the common carrier transportation of passengers by motor 
vehicles as distinguished from the transportation of property. 
It said that, whatever procedure the Commission might adopt 
for the determination of commercial zones or terminal areas, 
after more specific consideration of the transportation of pas- 
sengers as distinguished from the transportation of property, 
“this Commission should expressly require that before a motor 
carrier of passengers may undertake to serve points within 
either a ‘commercial zone’ or a ‘terminal area’ not theretofore 
served by it and already served by other common carriers, 
either motor or rail, such motor carrier must obtain a certifi- 
cate of convenience and necessity from this Commission.” _. 

The railroad said that, if the Commission failed to do this, 
it would not only vitiate the control it had heretofore exercised 
over unnecessary and destructive motor bus competition within 
the New York-New Jersey mass transportation areas, but would 
relinquish for the future its power and duty to prevent un- 
necessary and destructive competition both as between motor 
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pus operators themselves and as between motor bus operators 
and passenger services of rail carriers. It said that this prop- 
gsition was of such importance that the authorities supporting 
it would be discussed in an appendix to the exceptions. ; 

It said, also, that it seemed extremely doubtful whether it 
was either prudent or practicable for the Commission to under- 
take to prescribe the procedure by which to determine either 
commercial zones or terminal areas for motor carriers without 
undertaking to determine such procedure for rail carriers un- 
dertaking motor operations with such zones or areas. It said 
the Commission was aware that, in the New York-New Jersey 
area, competition in passenger transportation by motor vehicle 
was not only between motor carriers, but equally, if not more, 
between motor carriers and rail carriers using motor vehicles 
for terminal services. Furthermore, it said, the provisions of 
section 203(b)(8) unquestionably applied both to motor car- 
riers and to rail carriers using motor services within commer- 
cial zones, and continued: 


Moreover, section 202(c)(2) itself relates not only to motor carriers 
put to rail carriers, and furthermore, that section, because of the 
competition between motor and rail carriers, is necessarily interrelated 
with section 202(c)(1) so far as the latter section refers only to motor 
yehicle transportation by a rail carrier within a ‘‘terminal area.” Any 
extension, therefore, of motor carrier operations within either a ‘‘com- 
mercial zone’’ or a ‘‘terminal area’’ by which a motor carrier under- 
takes to reach points within such ‘‘commercial zone’’ or ‘‘terminal area’’ 
not theretofore served by it but already served directly by a rail 
carrier itself, or by a rail carrier using motor terminal service, must 
inevitably affect the competitive conditions between Motor carriers on 
the one hand and rail carriers on the other. 


Rail-Barge-Rail Rate Protest 


A group of coastwise steamship lines have asked the Com- 
mission to suspend item 3350, supplement No. 5 to S. W. L. 
tariff No. 2, Agent J. R. Peel’s I. C. C. No. 3633, and Agent 
B. T. Jones’ I. C. C. No. 3906, published to become effective 
October 15, and proposing to establish a reduced rail-barge- 
rail rate of 107 cents on cigarettes, carloads, from Jersey City, 
N. J., to Houston, Tex. The rate was unreasonably low, the 
steamship lines said, constituted destructive competition, pre- 
ferred the railroad and barge lines that had joined therein, and 
prejudiced the protestant steamship lines. — 

They said that the lowest rate on cigarettes applicable via 
their lines from Jersey City, N. J., to Houston, Tex. (rail de- 
livery) was 153 cents (3rd class) published in Agent W. S. 
Curlett’s tariff 121-B, I. C. C. No. A-732.: Contrasted with this, 
they said, “we have the proposed rail-barge-rail rate of 107 
cents and an all-rail rate of 124 cents published in item 1925 
of J. R. Peel’s tariff No. 2, I. C. C. No. 3633.” They pointed 
out that they had petitioned the Commission in April for sus- 
pension of the all-rail rate, but that their request had been 
denied. 

Prior to the establishment of the 124-cent rate, they said, 
they had maintained rates on cigarettes that were equitably 
lower than the all-rail rates and had participated in a fair 
share of the traffic. However, they said, because of these low 
competitive rates, they were faced with the problem of either 
withdrawing from participation in the traffic or sacrificing much 
needed revenue by reducing their rates low enough to recap- 
ture the business “rightfully belonging to them.” 

The steamship lines said the respondents would no doubt 
say the proposed rate was published as a war emergency meas- 
ure and was scheduled to expire six months after the termina- 
tion of the war, unless sooner changed, cancelled, or extended, 
and could not be detrimental to the coastwise lines while their 
services were suspended. They continued: 


All indications point to cessation of hostilities in Europe prior to 
the end of the conflict in the Pacific theater, therefore, it is only rea- 
sonable to assume that all vessels now required for waging total warfare 
will not be needed after termination of the European conflict and that 
some, if not all vessels, will be returned to the coastwise carriers for 
resumption of service. If the unreasonably low proposed rate is per- 


mitted to become effective, it will add to the many handicaps now facing 
the coastwise lines. 


The proposed rate, they said, applied from and to points 
within the port areas directly served by some of the protesting 
water lines, whereas movement in connection with the barge 
line required an approximate rail haul of 430 miles from Jersey 
City to the Pittsburgh ports and 349 miles from New Orleans 
to Houston. This, they said, would tend to show “the extent 
to which the rail and barge lines have joined to prevent pro- 
testants from participating in this important traffic.” 

They said that traffic in cigarettes was in the nature of 
luxury traffic, the value of which was high, and that transpor- 
tation costs were of no substantial influence on the manufac- 
turer's ability to market his products, adding that “matters 
other than transportation costs appear to have considerable 
Influence in the formulation of distribution methods.” On a 
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commodity like cigarettes, they said, there appeared to them 
no good reason for making any reductions, and particularly to 
the extent proposed. 

Joined in the request for the suspension were the Bull 
Steamship Line; the Pan-Atlantic Steamship Corporation; Sea- 
train Lines, Inc.; and the Southern Steamship Co. 





Rail Routing Question 


In No. 28999, Swift & Co. vs. Alabama Great Southern et 
al., embracing Sub: No. 1, Armour & Co. vs. Louisville & Nash- 
ville et al., the defendant carriers have petitioned the Commis- 
sion for reopening and reconsideration on the present record by 
the entire Commission. The petition asked that on such recon- 
sideration the Commission set aside the report and order of 
division 2 and thereupon deny to complainants and intervenors 
_ recovery of damages or reparation and dismiss the com- 
plaints. 

The Commission, by division 2, had found that a rate of 
$9.33 a hundred pounds charged on carload shipments of crude 
sulphur shipped on and after June 25, 1943, from Newgulf, Tex., 
to Wilmington, N. C., as to Swift & Co., and on and after 
August 1, 1942, from Newgulf to Navassa, N. C., as to Armour 
& Co., was inapplicable, the applicable rate having been found 
to be $6.90 a hundred pounds, on the ground that the circuity 
of the involved routes was within the limit named in the tariff, 
and was negligible (see Traffic World, Aug. 12, p. 372). 

The defendants said that the intermediate rule in the tariffs 
was not inserted for the purpose of “forming the basis for a 
game in which the shipper attempts to reduce his rates by con- 
structing theoretical and fantastic routes while the railroads 
attempt to protect themselves by inserting restriction after re- 
striction into their tariffs.”” They said it was clear that the rea- 
son for the intermediate rule was to avoid complicating and 
expandirig tariffs by publishing rates to every town, village, 
and hamlet along the line when they would rarely, if ever, use 
the rate. 

The defendants said that in this class of cases the com- 
plainants had not used and did not wish to use the routes on 
which they relied, but that they merely wished to have their 
shipping points regarded as intermediate points on the theoret- 
ical routes. The defendants said that in determining whether 
the claimed routes were natural and logical, the real question 
to be answered was ‘whether a shipper in the exercise of sane 
discretion would move freight that way.” They continued: 


Viewed in this light, and bearing in mind that only the lines of 
a single railroad are involved, it is difficult to understand how any sane 
shipper desiring to move sulphur from Texas producing points to Selma, 
N. C., could reasonably request that it be taken off the short line 
route over which such shipments ordinarily move and be carried over 
the idiotic routes constructed by complainants. No reason has been 
suggested as to why a shipper would request movement over either of 
the theoretical routes and none is perceived. In these circumstances 
it seems clear, under prior decisions of the Commission, that the 
claimed routes are not ‘‘routes” at all. 


Associated Transport Financing 


Associated Transport, Inc., of New York, N. Y., by an ap- 
plication in MC F-2665, has asked the Commission for author- 
ity to assume obligation as guarantor, indorser and surety in 
respect of notes to be issued to the Manufacturers Trust Co. 
of New York City by a new wholly-owned subsidiary corpora- 
tion of the applicant, in connection with the borrowing by the 
subsidiary of amounts ranging from $700,000 to $1,000,000 from 
that bank, to purchase from the applicant accounts receivable, 
excluding government accounts but including interline accounts. 

The proposed new subsidiary, according to the application, 
is to be known as “Associated Transport of North Carolina, 
Inc.” Applicant says the subsidiary will make collections from 
applicant’s customers. 

“The accounts sold by Associated to its subsidiary,” the 
applicant says, “will be pledged to the bank as collateral secu- 
rity for the loans of the subsidiary, such accounts being also 
collateral for any sums Associated itself may owe the bank 
from time to time. (Since Associated Transport of North Car- 
olina, Inc., is not subject to the motor carrier act, authority 
to issue its notes is not sought.) It is planned that Associated 
will guaranty the obligation of its subsidiary to the bank, and 
it is authority for the giving of this guaranty that is sought 
herein. .. .” 

A statement, attached to the application, explaining the 


reasons for and the purposes of the application, included the 
following: 


Because of conditions, at least in part attributable to the burdens 
imposed by war on all large carriers by truck in applicant’s territory 
and imposed peculiarly on applicant from the necessity of integrating 
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by unification seven large companies in a diversified territory under 
such circumstances, there was lost by applicant a large sum of money 
in 1943 and the early part of 1944. 

The resulting impairment to our working funds (which were even 
originally less adequate than planned because of the impossibility of 
disposing of all the authorized. preferred stock on reasonable terms 
during these times) has seriously handicapped the company in many 
ways. 

Notwithstanding the fact that excellent progress in eliminating loss 
has been made (seven months of 1944 shows a consolidated net profit of 
$27,000 against a consolidated net loss of $800,000 for the same period in 
1943, and a net additional profit of at least $50,000 to $100,000 can be 
reasonably foreseen for the balance of 1944), it is apparent that more 
cash is required to place the company in a reasonably current position 
with respect to vendors’ invoices and customers’ freight claims if the 
company is to continue its progress and maintain good will. Freight 
claims presented have declined from $162,000 in July, 1943, to $67,915 
in July, 1944, and a considerable degree of control over such losses has 
been obtained. 

On the other hand, an accumulated blacklog must be liquidated. 
While the situation formerly existing with respect to vendors’ payments 
has been greatly improved, an accumulation of invoices make it impera- 
tive that some immediate action be taken to reduce the number now 
unpaid. Sale of stock is not practicable. Borrowing against accounts 
receivable is feasible. . 

Presently the time of numerous persons is required to keep abreast 
of the handling, bookkeeping, telephone calls and correspondence rela- 
tive to the aforementioned backlog of claims and vendor’s invoices, and 
the company’s proposed action with respect to the immediate clearing up 
of such items will permit a sizeable reduction in personnel as well as 
the saving of time and effort of many of the officials and employes. 
This will go far to offset any interest charges. . . 

It is to be remembered that this loan is directed to the accounts 
receivable. If the receivables increase, the loan increases. If they de- 
crease, the loan decreases. It is controlled and self-liquidating so far as 
fluctuations occur. As the Commission found, when the industry and 
this company were more prosperous and had much simpler problems, 
that some six hundred thousand additional dollars (the difference be- 
tween $1,500,000 of preferred stock which Associated was authorized to 
sell and $900,000 of preferred stock which Associated was able to sell) 
were reasonably required in the public interest, justification for the pro- 
posed transaction under all the circumstances would seem to be a simple 
sequitur. . 

Cancellation of war contracts may result in some period of delay 
by many shippers in clearing their freight payments. We suggest that 
the public interest requires that we be given adequate leeway to handle 
such a situation. ... 

The purpose for which it is proposed to use the proceeds of this 
transaction are approximately as follows: Retirement of present loan 
of Marine Midland Trust Co., $225,000; payment to reduce gasoline 
account to 60-day basis, $113,000; payment to reduce tire accounts to 
60-day basis, $91,000; payment to reduce accounts of other major sup- 
pliers to 60-day basis, $63,000; payment to reduce accounts of small 
vendors to 30-day basis, $152,000; liquidation of large number of mis- 
cellaneous freight claims, $57,000. 

Within the past few months Associated Transport, in furtherance of 
the interests of efficiency made possible through the merger and in order 
to reduce expense, removed as much as possible of its personnel de- 
mands from labor shortage areas and, generally to expedite and cen- 
tralize bookkeeping and collections, transferred from Hartford, Conn., 
the control and collection of the accounts receivable in the area north 
of New York City to Charlotte, N. C., where such activities were for- 
merly carried on for the southern division. Much improvement in the 
collection of the accounts receivable and a considerable saving in per- 
sonnel and money has resulted therefrom. Unfortunately, however, 
North Carolina is an English or common law state, and it seems clear 
that the situs of the accounts receivable of Associated is now North 
Carolina. It is the opinion of counsel that . . . Associated must 
form a North Carolina corporation... 

It is hoped that the authority of the Comission may be of indeter- 
minate amount permitting guaranty of such obligations up to one million 
dollars, since . . . the receivables are likely to fluctuate. ... It is fur- 
ther hoped that the authority of the Commission herein sought may be 
for a longer period than one year since . . . it is reasonable to suppose 
that the arrangement will be renewed. . 


Rates on Carbon Dioxide 


Examiner Chester Stiles held a hearing at Chicago Octo- 
ber 9 and 10 in No. 29163, Cardox Corporation vs. Ahnapee and 
Western et al., involving an allegation by Cardox that rates 
charged by the defendant railroads on carload shipments of 
liquid carbon dioxide are unreasonable to the extent that they 
exceed rates on solidified carbon dioxide or dry ice. No repara- 
tion is sought. 

W. Y. Wildman, traffic analyst, Chicago, testifying for the 
complainant, said that “low temperature, low pressure liquified 
carbon dioxide’ took classification ratings of 45 per cent of 
first class in all territories; that an exception rating of 30 per 
cent of first class applied in southern territory, and that only 
four commodity rates—bearing relationships ranging from 
about 17 to 26 per cent of first class—applied from four origin 
points, two of which rates were paper rates. He said the rail- 
roads had refused to approve Cardox proposals to make dry 
ice exception ratings applicable on liquid carbon dioxide. Those 
exception ratings, he said, bore the following relation to first 
class rates: In southern territory, 22% per cent; in eastern 
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trunk line, New England, and Central Freight Association ter. 
ritories, 23% per cent; in western and southwestern territories 
17% per cent. He said that shippers of explosives and of anhy- 
drous ammonia, an ingredient of explosive manufactur« hea 
informed the railroads that if the liquid carbon dioxide rate 
reductions were made, they would insist on similar reductions 
for their shipments because liquified carbon dioxide was used 
in competition with explosives in blasting coal. 

He said that liquid carbon dioxide was competitive with 
dry ice. He said that it moved in specially insulated tank cars 
weighing about 66,000 pounds each, heavier than ordinary) tank 
cars but somewhat lighter than tank cars in which dry ice 
ordinarily moved. The cars, he said, were supplied by shippers, 
for which the railroads paid a 1%- cent mileage allowance, 
loaded and empty, in the case of liquid carbon dioxide, and 2 cents 
in the case of dry ice. He said that the railroads maintained 
comparatively low rates on liquified oxygen, chlorine and other 
commodities that also moved in special tank cars and were 
much more dangerous to handle than the liquid carbon dioxide. 

Dr. Charles A. Getz, vice-president in charge of research 
for Cardox; Eric Geertz, vice-president, fire division, Cardox. 
and Dan C. Haskins, manager, CO. department, Cardox, all of 
Chicago, testified concerning the nature of and use of solidified 
and liquid carbon dioxide. Dry ice, they said, was manufac. 
tured from liquid carbon dioxide, and both types were com- 
petitive as ingredients in the making of carbonated beverages 
and as refrigerants. They said that the liquid type was used 
extensively in breaking down coal, in fire extinguishing equip- 
ment and paint spray guns, in the manufacture of aspirin, and 
many other ways, and that new uses would make present con- 
sumption “look very small ten years from now,’ ’ particularly 
if reasonably low rates were made effective. They said that at 
present, on some long movements, transportation charges ex- 
ceeded the value of the product. The company produced about 
5,000,000 pounds of liquid carbon dioxide monthly, they said 
adding that in the last 12 years, the national production of 
liquid carbon dioxide had increased only 106.95 per cent com- 
pared to an increase in dry ice production of 548.28 per cent. 
They said their product moved safely in the special tank cars— 
of which 19 existed—and that no accidents or damage had ever 
resulted from shipments of the commodity. 

W. S. Flint, member, Official Classification Committee; 
E. A. Hodkinson, member, auxiliary committee, Trunk Line 
Association, both of New York; E. W. Heimert, secretary, inter- 
state commerce law committee, C. F. A., Chicago, and other 
railroad witnesses, testified concerning the comparison of the 
liquid and solidified carbon dioxide rates and rates on other 
liquid gases. They said that average loadings of dry ice were 
considerably heavier than loadings of the liquid type; that be- 
cause of the heavy tare weight of the special cars, the railroads 
had to haul 2.86 pounds of cars for each pound of revenue 
liquid carbon dioxide hauled, a ratio somewhat higher than 
for dry ice and chlorine movements; that the liquid type was 
only about a third as valuable as the dry type of carbon dioxide. 
They pointed out that 45 per cent of first class was the lowest | 
rate applicable on any compressed gas shipped in tank cars. 
They sought to show that some danger was involved in trans- 
porting the liquid type. The exception ratings on dry ice, they 
said, had been established many years ago because dry ice 
was competitive with water ice as a refrigerant, and the ratings 
were the same as the rates applicable on water ice, except in 
the west, where they were lower. 

The examiner set December 4 as the date for filing briefs. 


KEESHIN NOTE ISSUE 


In a supplemental order in MC F-2229, Keshin Motor Ex- 
press Co., Inc.,—Issuance of Notes, the Commission, by divi- 
sion 4, has modified its original order entered July 20 in which 
it had authorized Keeshin Motor Express Co., Inc., of Chicago, 
to issue not exceeding $58,488.79 of secured and unsecured in- | 
stallment promissory notes to replace seven outstanding void 
notes described as having unpaid balances aggregating $58,- 
488.79 as of May 31, 1944. 

The supplemental order said the original order was modi- 
fied so as to exclude authority for issuance of promissory notes | 
to evidence indebtedness in an aggregate face amount of 
$28,087.24 as of May 31, 1944, in favor of John Boyle, county 
treasurer, Cuyahoga county, O., and B. C. Schram, receiver for 
the First National Bank-Detroit, Detroit. Mich. 

It said that by a petition filed August 18 the applicant 
represented that in its original application it had inadvertently 
described indebtedness due Messrs. Boyle and Schram, having 
aggregate unpaid balance of $28,087.24 as of May 31, as having 
been evidenced by promissory notes, copies of the contracts 
evidencing the indebtedness. having been attached to the peti- 
tion. It said the applicant requested modification of the or igina 
order to eliminate authority to issue securities in further ev 
dence of the indebtedness inadvertently described. 
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Suspended Tariffs 


‘Designation of a tariff helow does not mean that all schedules 
m it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2466, the Commission suspended from Octo- 
ber 10 until May 10 the operation of certain schedules pub- 
lished in supplement No. 20 to MF-I. C. C. No. 96 of J. D. 
Hughett, agent, Dallas, Tex. The suspended schedules propose 
to establish revised rates, mostly increases, on dairy products 
from ten Arkansas points to Memphis, Tenn., and on empty 
egg cases returned; also on rice and rice products from Jones- 
poro, Ark., to Memphis. 

In I. and S. M-2460, Paul M. Paulsen—Ore & Machinery in 
Idaho, the Commission, division 2, suspended from October 12 
until April 12 the operation of certain schedules published in 
tariff MF-I. C. C. No. 2 of Paul M. Paulsen, Arco, Ida. The 
suspended schedules propose to establish increased commodity 
rates On ore, and ore concentrates, mining machinery, equip- 
ment and supplies between Arco, Ida., and Era Mine, Horn 
Silver Mine and Ella Mine, Ida. On September 11, the Com- 
mission suspended the involved schedules until October 12. The 
instant order said that the investigation of the schedules could 
not be concluded within that period of suspension. 


Frisco Transportation Purchase 


Saying that “the principle of the ‘key-point’ system as now 
imposed or proposed to be imposed upon railroad-operated 
motor carrier subsidiaries is most decidedly inimical to the 
best interests of the shipping public,” the Wichita (Kan.) 
Chamber of Commerce has filed a brief, as intervener, in sup- 
port of the application in Finance MC F-2529, St. Louis-San 
Francisco Railway Co.—Control; Frisco Transportation Co.— 
Purchase—Missouri-Arkansas Transportation Co. The Arkan- 
sas Motor Freight Lines, Inc., have filed a “statement, brief 
and argument” in opposition to the application. The applica- 
tion involved the purchase of operating rights over routes 
extended between Kansas City, Mo., on the north, Ft. Smith, 
Ark., and Vinita, Okla., on the south, and Pdrsons and Cherry- 
vale, Kan., on the west. 

The Arkansas Motor Freight Lines said that, because the 
applicant had taken the position that the purchase would not 
be consummated if restrictions were imposed other than that 
which would limit its operations to service at stations located 
on the St. Louis-San Francisco Railway or points within 10 
miles of such stations, the application could not be approved. 
The protesting motor carrier quoted from the Commission’s 
decision in MC C-293, Campbell Sixty-Six Express, Inc., et al. 
vs. Frisco Transportation Co., (see Traffic World, Aug. 26, p. 
489), as ground for its contention that the application could 
not be approved with the restrictions as suggested by Frisco. 

The motor carrier said that the proposed acquisition would 
result in authority to conduct exclusive motor carrier service 
for long distances, between Kansas City and St. Louis, Mo., 
Memphis, Tenn., Columbus, Miss., Ft. Smith, Ark., Wichita, 
Kan., and Sherman, Tex. It said that the rendition of long 
distance exclusive motor carrier service by a rail motor sub- 
sidiary was specifically condemned by the Commission in Rock 
Island Motor Transit Co.—Purchase—Spears Ship-By-Truck 
Co. embracing Rock Island Motor Transit Co.—Purchase— 
Roland Kinney, 39 M. C. C. 59, and said it must be borne in 
mind that in such exclusive motor carrier operations Frisco 
would be in direct competition with the parent railway com- 
pany as well as with independent motor carriers. It also said 
the record indicated that Missouri-Arkansas Transportation 
Co. was a party to joint all-motor carrier rates and transported 
property thereunder in exclusive motor carrier service not con- 


,hected in any manner with service by the railway. In Texas 


& Pacific Motor Transport Co., 41 M. C. C. 721, said the pro- 
testing motor carrier, the Commission held in substance that 
the truck subsidiary of the railroad might not participate in 
such joint all-motor rates but that its service must be confined 
to that which was an adjunct to the service of “the rail parent.” 
_ The Wichita body said it sought a continuation of the serv- 
Ices that, it said, the Commission had found to be in the public 
Interest in authorizing lease of those operations. A denial 
Would. it said, “irreparably damage the members of this inter- 
Vener in doing business within the territory served by the appli- 
cant. it said there was no “so-called independent” motor com- 
mon carrier service from Wichita to the “tristate’” area as 
define in the record. 

_ ‘Denial of this application or even a grant of the applica- 
tion with ‘key-point’ restrictions ‘will cut the very heart’ out 
of the Frisco Transportation Co.’s operation from the stand- 
Point of Wichita, Kan., and deny to Wichita shippers the right 
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to do business in this important part of Wichita’s trade terri- 
tory,” said the Wichita chamber, ‘‘and furthermore the Wichita- 
Parsons and Cherryvale, Kan., segment of the Frisco Trans- 
portation Co. will become relatively unimportant—a_ service 
which this intervener, as the record will disclose, spent much 
time and effort to secure.” 

After referring to the three conditions set up in section 
5(2)(b) of the interstate commerce act in connection with the 
acquisition of motor carrier rights by railroads, the Wichita 
chamber said: 


Which one of the three previously quoted condition provisions, re- 
strictively applied, is paramount? Which of the three conditions con- 
sidered from the standpoint of the transportation act as a whole is the 
most important, or are they of equal value? What does the wording, 
“consistent with the public interest’? mean? Who is the public? What 
does the wording, ‘‘will enable such carrier to use service by motor 
vehicle to public advantage in its (the railroad’s operations)’’ mean? 
What does the wording, ‘‘will not unduly restrain competition’’ mean? 
Competition with whom? What sort of competition? 


It said that these and similar questions must be answered 
by the Commission in this proceeding and that the record in 
the instant case unquestionably established the three conditions 
affirmatively. It said that the law unquestionably accorded 
Frisco the right to serve Wichita, but that it earnestly urged 
its lawful rights, and not necessarily the lawful rights of the 
applicant, on the Commission. 

“Have investments in transportation agencies prior rights 
or are the needs of the shipping public entitled to some con- 
sideration under the act?” it asked. “Is it in the public interest 
to accord one city entrance into a territory simply because it 
is served by ‘so-called independent’ motor common carriers of 
property but to so restrict the operation of a railroad-owned 
subsidiary so that said subsidiary cannot render a like service 
from a competing city into the same distribution territory?” 

This question, it said, must be answered by the Commis- 
sion because “it is definitely before the Commission in this 
proceeding on traffic shipped from Kansas City, Mo., versus 
Wichita, Kan., into the territory involved in the application.” 

A joint brief has been filed with the Commission on behalf 
of the applicants in MC F-2529, asking approval of the proposed 
transaction. The applicants pointed. out that the Commission 
had approved the lease under which Frisco Transportation Co. 
had been operating the considered right since May 1, 1942. They 
said the Commission had found that the transaction there pro- 
posed would be consistent with the public interest, would enable 
the railroad to use service by motor vehicle to public advan- 
tage, and would not unduly restrain competition. Similar find- 
ings had been made, and approval given to purchases by the 
motor carrier subsidiary, in thirteen proceedings before the 
Commission, they said, listing those proceedings. 

The applicants said they desired to preserve their objec- 
tions which they said had been raised at the hearing. Those 
objections, they said, related to the question of the difference 
in rail and motor rates being injected in the hearing, and that 
they contended that the question of rates was improper, irrele- 
vant and immaterial in a proceeding such as this, citing Con- 
solidated Freightways, Inc.—Purchaseé—C. G. Reymers, 36 M. 
Cc. Cc. Gz. 

As to the relationship between the railway and its sub- 
sidiary, the applicants said that the operations of the subsidi- 
ary, since their inception, had been built up on the theory that 
there should be no subsidy “one way or the other.” They pointed 
out that payments were made as between the parent railroad 
and the subsidiary for property of either used by the other. 

The applicants, among the findings requested, said that the 
operating rights to be transferred should be modified by ex- 
cluding therefrom all rights to render service from, or to inter- 
change traffic at, Archie, Adrian, Butler, Rich Hill, Horton, 
Nevada, Sheldon and Jasper, Mo. (served by Missouri Pacific 
Railroad), Gentry, Decatur, and Siloam Springs, Ark. (served 
by Kansas City Southern Railway), and Jay and Grove, Okla. 


NEW ENGLAND MOTOR RATE PROTEST 


Price Administrator Bowles, for himself and on behalf of 
Stabilization Director Vinson, has filed a protest with the Com- 
mission, asking for suspension of the operation of rates, charges 
and regulations stated in items Nos. 510-B, 512-A, 605-A, 610-A, 
612-A, 1025-C, 1027-A, 1384-A, 1385-A, 1386-A, 1386-B and 
1440-A contained in the following tariffs, published to become 
effective October 16: Supplement No. 23 to MF-I. C. C. No. 
A-32 of the New England Motor Rate Bureau, Inc., Agent; to 
MF-I. C. C. No. A-29, New Hampshire Motor Rate Bureau, 
Agent, and to MF-I. C. C. No. 44, Maine Motor Rate Bureau, 
Agent (R. E. Halliday, Agent, Series). 

The Price Administrator said that, by item No. 510-B, in- 
creases of 4 to 13 cents a hundred pounds on fruits and vege- 
tables would result, by the establishment via all carriers of 
increased rates established in June for the account of Malkin 
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Motor Freight Co., which the O. P. A. did not oppose because 
of the carrier’s need for additional revenue. By item No. 612-A, 
said the protestant, cancellation of lower rates now in effect 
on iron and steel articles between Branford, Conn., and various 
points in Rhode Island and Connecticut in quantities of less 
than 6,000 pounds via all carriers other than the Malkin Co. 
would be effected, so that the rates to various destination 
points would be increased by amounts that, as indicated in the 
protest, would range from 5 to 11 cents. Similarly, the Price 
Administrator said, the items sought to be suspended would 
increase rates on packing house products between Boston and 
various points in Connecticut, the increase ranging from 5 to 
7 cents a hundred pounds, and would increase truckload rates 
on soap, lard substitutes and related commodities from Quincy, 
Mass., to Rhode Island and Connecticut points. The Price Ad- 
ministrator said there had been no justification of the increases. 


CAR HIRE SETTLEMENT 


The Commission has issued a corrected proposed report in 
No. 17801, Rules for Car-Hire Settlement, involving a dispute 
between the car service division of the Association of Amer- 
ican Railroads, and the Atlanta & St. Andrews Bay Railway 
Co., as to the reasonable rentals to be paid by the railroad for 
the use of freight cars of other carriers by railroad, and as to 
the reasonable rules for car-hire settlement (see Traffic World, 
Sept. 9, p. 623). At the Commission it was said that the cor- 
rected report made no change in the findings, but only in the 
phraseology of the findings, aside from adding four paragraphs 
of discussion concerning the contentions of the Bay Line. The 
finding in the corrected proposed report reads as follows: 


The Commission should find that the Atlanta & St. Andrews Bay 
Railway Co. should make settlements direct with car owners at the 
current per diem rate for the use of railroad owned freight cars, with- 
out free time and without reclaim except on cars which it handles in 
terminal switching service, and that this basis of settlement will be 
reasonable. 





OATH REQUIREMENTS ELIMINATED 


Saying that it appeared that the elimination of the oath 
requirement was appropriate in certain instances, the Commis- 
sion, division 2, has issued an order amending section 10 of 
specifications for maps, second issue, prescribed by order of 
the Commission of November 25, 1932, and paragraph 9, sec- 
tion A, Valuation Order No. 26—Revised, of December 31, 
1934, to read: 


Certification. Certification as to the correctness of all maps shall 
be executed and shall accompany such maps when submitted to the 
Commission. 


The order also amended Valuation Order No. 3—Second 
Revised Issue, of March 31, 1919, to eliminate the sentence 
that required that completion reports submitted to the Com- 
mission should be attested under oath. The order also elmi- 
nated the oath requirement on valuation forms C, C-1, and D. 


WATER PERMIT APPLICATION 


Herschel Moore and Omer Nolan Forcum, doing business 
as partners under the trade name Moore’s Towing Co., have 
asked the Commission, in W-914, for a permit as a contract 
carrier of petroleum products in bulk, and logs, over regular 
routes the year around, between the ports of Evansville, Ind.. 
Owensboro, Ky., Mt. Vernon, Ind., and Shawneetown, IIl., on 
the Ohio River, and Bowling Green, Ky., on the Green River. 
The partnership claimed an exemption as to the petroleum 
products in bulk to be transported. It said the contemplated 
contracts for towing would be made with the Kentucky Oil 
Marketers, Inc., of Owensboro, which it said was an agent for 
the major oil companies, and with Evansville Veneer & Lum- 
ber Co., consignee of shipments of logs purchased from dealers 
along the Ohio River between Owensboro and Shawneetown, 
and also dealers along the Green River. 


INTERSTATE MOTOR CONTROL 


By an order in MC F-2181, United States Freight Co.—In- 
vestigation of Control—Interstate Motor Freight. System, em- 
bracing MC F-2224, A. S. Hickok—Investigation of Control— 
Interstate Motor Freight System, the Commission has directed 
respondents United States Freight Co. and Hickok Oil Corpora- 
tion, within 90 days from October 2, to divest themselves of all 
interest either of them has in the capital stock of Interstate 
Motor Freight System. 

In its report in that proceeding, the entire Commission found 
that control of Interstate Motor Freight System, of Grand 
Rapids, Mich., in common interest with other motor carriers 
and with freight forwarders had been accomplished and was 
continuing in violation of sections 5(4) and 411(a) of the act, 
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and ordered certain of the respondents to terminate such viola- 
tions (see Traffic World, June 24, p. 1685). 

By the instant order, the Commission denied a petition of 
respondent B. H. Meyer reconsideration and modification of 
certain findings in the report and discontinuance of the investi- 
gation in MC F-2181 as to him. It also denied of designated 
respondents, made in reports they had filed with the Commission 
as to steps they had taken to comply with its original order, for 
certain relief from the requirements of that order. The re- 
spondents whose requests were denied, named in the insiant 
order, were: Jerome V. Sanner, A. S. Hickok, Hickok Oil Cor- 
poration, and W. G. Kirkbride. Sanner, according to the order, 
asked that his report be accepted as full compliance with the 
original order, and Hickok, Hickok Oil Corporation and W. G. 
Kirkbride asked that six months be allowed for compliance 
with the original order and that Kirkbride be allowed to con- 
tinue as a member of the board of directors of Interstate Motor 
Freight System pending such compliance. 


K. & |. TERMINAL BONDS 

The Kentucky & Indiana Terminal Railroad Co. has peti- 
tioned the Commission, in Finance No. 7701, for a continuation 
of the Commission’s seventh supplemental order, of April 15, 
1943, for a further period of 18 months, to June 30, 1946, in 
which to pledge or repledge all or any part of $511,000 of first 
mortgage 4% per cent gold bonds as collateral security for 
any note or notes that might be issued by it within the limita- 
tions of section 20(a)9 of the interstate commerce act. The 
petition said the pledge or pledges were to be made, and if so 
required by the holder or holders of said notes, to be main- 
tained at a ratio of not exceeding $125 of bonds in value at the 
market price then prevailing to $100 face amount of notes, 
The petition said the order of April 15, 1943, had authorized 
extension of the time in which the bonds might be pledged to 
December 31, 1944. 


PIPE LINE BUS PURCHASES 


An amended application has been filed with the Commis- 
sion in MC F-2630, American Liberty Oil Co.—Control; Amer- 
ican Liberty Pipe Line Co.—Control and Merger—Dixie Motor 
Coach Corporation and Sunshine Bus Lines, Inc., in which 
American Liberty Pipe Line Co., of Dallas, Tex., in the original 
application, asked the Commission’s approval of the purchase 
of all of the capital stock of the Dixie Motor Coach Corporation 
and of the Sunshine Bus Lines, Inc., for a total cash considera- 
tion of $1,677,000, and the consolidation of their franchises and 
properties into American Liberty Pipe Line Co. (See Traffic 
World, Sept. 2, p. 561.) 

The amended application, the applicant said, was occa- 
sioned by the purchase of all of the capital stock of Dixie Motor 
Coach Corporation by the pipe line company for $963,500, the 
sale of which, it said, had been consummated on September 22. 
The applicant asked the approval of the purchase of all of the 
capital stock of the Sunshine Bus Lines, Inc., for $713,500, the 
dissolution of Dixie and Sunshine, and merger of the properties 
and franchises into the pipe line company. Attached to the 
amended application was a copy of an order of the Railroad 
Commission of Texas approving the acquisition of the capital 
stock of Dixie by the pipe line company. 


EXPLOSIVES AND DANGEROUS ARTICLES 


Secretary Bartel, of the Commission, by notice in No. 3666, 
In the Matter of Regulations for Transportation of Explosives 
and Other Dangerous Articles, has announced that the Com- 
mission is in receipt of applications for amendment of the regu- 
lations in so far as they apply to private motor carriers engaged 
in interstate, intrastate, or foreign commerce on the highways, 
as published in orders pursuant to part II of the interstate com- 
merce act. 

“Applications for amendments ordinarily are considered at 
our next hearing in this docket,” said he. “It appears, however, 
that the proposed amendments have been the subject of ex- 
changes and study by interested parties, in which substantial 
agreement has been reached, and it is proposed that the applica- 
tion be disposed of by modified procedure.” 

The notice said any party desiring to be heard on any of 
the proposed amendments should advise the Commission in 
writing within 30 days from October 12. 


UNIFORM SYSTEM OF ACCOUNTS 


The Commission, by division 1, has modified and amended 
the “Uniform System of Accounts for Steam Railroads,” issue 
of 1943, effective January 1, 1945. The modifications affect road 
and equipment, operating expenses, profit and loss, general 
balance sheet, income accounts, profit and loss accounts, end 
general balance sheet accounts. 


October 
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Rock Island Transit Purchases 


The Rock Island Transit Co. has filed ten exceptions to the 
proposed report of Examiner Irving J. Raley in MC F-2374, 
Chicago, Rock Island & Pacific Railway Co.—Control; Rock 
Island Motor Transit Co.—Purchase—Rolland H. Kinney, em- 
pracing MC F-2394, Same—Control; Same—Purchase—W. A. 
and M. K. Remmers. The examiner recommended approval of 
the purchases, but that they should be subject to conditions 
that the service should be limited to that auxiliary to or sup- 
plemental of service of the parent railroad; that authority to 
serve all points not stations on the railroad should be elim- 
inated; and that shipments transported by Transit should be 
limited to those receiving an immediately prior or an immedi- 
ately subsequent movement by the railroad (see Traffic World, 
Aug. 26, p. 496). The examiner said that the primary purpose 
of the proposed acquisitions, between Wichita and Hutchinson, 
Kan., between Topeka and McPherson, Kan., and between 
McPherson and Newton, Kan., in the title case; and in MC 
F-2394, between Herrington and Wichita, Kan., was to obtain 
routes connecting with Transit’s present operations at Salina 
in order to move freight in all-truck service under a combina- 
tion of rights acquired in other proceedings, and those to be 
acquired in the instant transactions, between Omaha, Kansas 
City, Topeka, Wichita, and other points, through Belleville and 
Salina. 

The applicant said that, having found that the acquisitions 
satisfied the requirements of the interstate commerce act, there 
was no occasion in fact, “and certainly not in law,”-for the 
restrictions proposed by the examiner. The restrictions were 
arbitrarily proposed, it said, and that “so far as appears, merely 
because the applicant is a rail subsidiary.”” There was no justi- 
fication in the statute for this distinction, it said. The applicant 
said it did not desire to serve points not stations on the railroad 
and that, in proposing the other restrictions, it might be that 
the examiner had confused the proceeding with one under sec- 
tion 206 and had “imported the Commission’s practice of grant- 
ing certificates subject to limitations as to commodities, points 
served, and method of operation accordingly ... or it may be 
that the examiner again was influenced in his findings by his 
erroneous assumption that the route between St. Joseph and 
Hutchinson was ‘limited to handling freight only in combina- 


tion with, and as an adjunct of. the railroad.’” The applicant 
continued: 


Having found that the acquisition of these two motor carriers was 
consistent with the public interest, would not unduly restrain competi- 
tion, and that it might be used by the Rock Island rail lines to public 
advantage there was no occasion for any detraction from or diminution 
of the operating rights of either vendor upon their merger with the 
operations of the vendee. The acquisition being consistent with the 
public interest and there being no undue restraint of competition, it 
was improper for the examiner to inquire further and impose any re- 
striction upon the purchase. Restrictions 1 and 3 are to be taken to- 
gether in that both of them would have the effect of limiting Transit’s 
movements to shipments moving on rail rates and on rail bills of lading, 
the latter having the further restrictive effect of requiring an immediate 
prior or subsequent rail haul by the Rock Island Railroad. 


SELF-INSURING ORDER 


The Commission, by division 5, has entered an order author- 
izing Public Service Interstate Transportation Co. to self- 
insure the operations authorized in MC 105148, Sub. 2, Public 
Service Interstate Transportation Co., TA. The operations 
covered contract carriage of passengers, baggage, express, and 
newspapers between North Bergen, N. J., and New York, N. Y., 
until December 31. The report said that the applicant had been 
authorized to self-insure in MC 3647, Public Service Interstate 
Transportation Co., Common Carrier—Passengers. 


UNION RAILWAY NOTE 


The Commission, division 4, by an order in Finance No. 
14393, Union Railway Co. Note, has dismissed the application 
of the Union Railway Co. for an application for authority to 
\ssue a promissory note for $987,406.31. The application was 
dismissed without prejudice. The order said the applicant had 
a that it wished to withdraw the application without 
prejudice. 


SEATRAIN COMPLAINT CASE 


By an order in No. 25727, Seatrain Lines, Inc. vs. Akron, 
Canton & Youngstown Railway Co. et al., the Commission has 
Teopened the proceeding for further hearing at a time and 
place to be named. Seatrain had asked the Commission to re- 
Consider its order of February 15 denying a prior petition for 
modification or clarification in certain respects of the Commis- 
Sion’s order of January 28, 1938, among other things asking 
the Commission to substitute in its order the words “via the 
Ports of New York and New Orleans” for the words “via 
Hobok. n, N. J., and Belle Chasse, La.’ It said that the gov- 
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ernment had condemned for war purposes certain lands under 
water belonging to the Erie Railroad, over which there had 
been an easement for a right of way that was used and neces- 
sary for access to the pier where Seatrain’s vessels had for- 
merly berthed. The right of way was thereby extinguished, 
said Seatrain, and that it was now questionable where there 
was or legally could be any means of access for Seatrain’s 
vessels to the pier (see Traffic World, July 29, p. 261). 


PUGET SOUND TEMPORARY AUTHORITY 


Until December 31, the Commission, division 4, by an order 
in W-361, Puget Sound Navigation Co. Temporary Authority 
Application—Silverdale, has authorized the applicant, doing 
business as Black Ball Line, to operate as a common carrier 
in the performance of a freight-car ferry service, in interstate 
or foreign commerce, by non-self-propelled vessels with the use 
of separate towing vessels, between Seattle and Silverdale, 
Wash. The order said that there was an immediate and urgent 
need for that service, and that there was no other carrier serv- 
ice capable of meeting such need. 





McCarthy Water Rights Suit 


A three-judge statutory court, sitting in the federal court 
for the eastern Michigan, district, southern division, has set 
aside the order of the Commission in W-592, T. J. McCarthy 
Steamship Co. Common Carrier Application, embracing W-729, 
Automotive Trades Steamship Co. Common Carrier Applica- 
tion, reversing in part the findings in the prior report, 250 
I. C. C. 550: In that proceeding, with four Commissioners dis- 
senting, the Commission denied the “grandfather” application, 
but found that present and future public convenience and ne- 
cessity required operation by applicants as common carriers 
by water of motor vehicles by self-propelled vessels between 
Detroit and Lake Erie ports, and between Detroit and Lake 
Superior ports. The certificate was issued to T. J. McCarthy 
Steamship Co. for itself and as managing agent of Automotive 
Trades (see Traffic World, March 25, p. 806). 

The court said ‘the Commission’s order was set aside with- 
out prejudice to the consideration of new applications when 
automobile manufacture was resumed and the public interest 
in their transportation could be adequately appraised under a 
peace economy, and without prejudice to the continuance or 
renewal of temporary authority. 

The court said the effect of the Commission’s finding and 
order was to introduce new and competing carriers into a field 
adequately served, without the definite need for the services 
being shown, and that this “collides with the clearly defined 
purpose of the transportation act... .” It continued: 


While in arriving at this conclusion we give no weight to the 
argument of plaintiffs that past need offers no basis for judgment of 
future requirements since the economic era which is to follow a world 
upheaval may be subject to circumstances that no one can foresee, and 
so is entirely conjectural, we likewise reject, as conjectural, the con- 
clusion of the Commission that the public interest will be adversely 
affected if, after the production of automobiles is resumed, the 
protestants are. delayed in acquiring additional facilities. This conclu- 
sion fails to take note of the period required for automobile manu- 
facturers to reconvert their plants to civilian production—an interim 
which has given manufacturers, labor, and the public, such grave 
concern, and the length of which, and its effect upon the national 
economy, has been so much a subject of public discussion that no court 
or administrative body can fail to take note of it. The effect of a denial 
of the application, upon the investment of the applicants in their 
vessels, is conceded by the Commission to be without controlling force. 
If we correctly understand the purpose of the Transportation act, it is 
neither controlling nor even mildly persuasive, for, as we understand 
it, the Commission, in considering an application, is concerned only 
with the public interest. 


The court said it found itself in accord with the four dis- 
senting members of the Commission, “including its chairman,” 
when they said “the fact that the applicants’ vessels were 
used as they were to carry automobiles prior to the present 
emergency and may be needed for that service when the pro- 
duction of automobiles is resumed, does not warrant the con- 
clusion that there will be need for the operation of such ves- 
sels by applicants as a new carrier in the field. That w'll not 
increase the amount of service formerly provided,’ and also 
when they said that “the decision of the majority is based upon 
too many assumptions and suppositions to be sound as a mat- 
ter of law.” 

The court observed that the applicants’ vessels had been 
chartered to Detroit & Cleveland Navigation Co., one of the 
plaintiffs in the suit before it, and that it had been testified 
that D. & C. could have obtained vessels from other sources 
had they not been chartered from the applicants. It said there 
had been no finding to the effect that if the D. & C. had not 
chartered the vessels of the applicants there was no other car- 








970 


rying capacity it could have acquired, but added that the rec- 
ord “to which we are cited” established the contrary. 

The decision was handed down in Civil No. 4259, Detroit 
& Cleveland Navigation Co.; Great Lakes Transit Corporation; 
and Nicholson Universal Steamship Co., plaintiffs, vs. United 
States of America; Interstate Commerce Commission, T. J. 
McCarthy Steamship Co.; and Automotive Trades Steamship 
Co., defendants. 


i. C. C. Cases in Supreme Court 


Action in several of the cases involving decisions of the 
Commission, listed in The Traffic World of October 7, p. 907, 
, Was announced by the Supreme Court of the United States, 

October 9. 

In No. 132 (I. C. C. number 882), The Hanna Furnace 
Corporation, appellant, vs. United States, Baltimore & Ohio et 
al., the court (per curiam), affirmed the decision of the lower 
court which had upheld the Commission’s decision in its 67th 
supplemental report of Nov. 11, 1942, in Ex Parte 104, Part II, 
Terminal Services, that the carriers’ obligation, under their 
line-haul rates, did not extend beyond the present points of 
interchange, and payments by them for switching services be- 
yound those points was unlawful. 

The court noted that it had probable jurisdiction in No. 
182 (I. C. C. number 907), The Pennsylvania Railroad Co. et 
al., appellants, vs. United States and I. C. C., the so-called 
Stickell through routes case, thus indicating that it would re- 
view the case. 

In Nos. 274 and 275 (I. C. C. number 878), North Coast 
Transportation Co. and Independent Stages, Inc., vs. .United 
States and I. C. C., the court dismissed the appeal in No. 274 
and affirmed the decision of the lower court in No. 275, thus 
upholding the decision of the Commission finding that public 
convenience and necessity required operation by applicant as a 
common carrier by motor vehicle of passengers and their bag- 
gage between San Francisco, Calif., and Seattle, Wash. 

The court assigned for argument January 8 No. 47 and 
No. 48, U. S. et al. vs. Pennsylvania et al., and Pennsylvania 
et al. vs. U. S. et al., involving interchange of freight cars for 
use of Seatrain Lines, Inc. 


Dismissal of Truck Line Suit 


The federal district court for the Maryland district has 
dismissed a complaint of the Service Trucking Co., Inc., of 
Federalsburg, Md., against the United States of America and 
the Interstate Commerce Commission (civil action No. 2193), 
in which review of an order of the Commission, issued January 
27, 1943, denying the application of Service Trucking Co., Inc., 
of Hurlock, Md., for “grandfather” rights as a motor common 
carrier of general commodities between all points on the “Del- 
Mar-Va” peninsula and certain points in nine east coast states 
and the District of Columbia, was sought. 

The court referred to statements made in the proposed re- 
port by an examiner of the Commission, whose recommended 
findings the Commission adopted, in the considered application, 
MC-16357, that Service Trucking was a successor in interest to 
J. Spence Phelps, of Hurlock; that on June 1, 1935, all Phelps’ 
equipment was being operated by Preston Trucking Co.; that 
from the standpoint of the general public, Phelps’ equipment 
was being operated as Preston’s service, and that to the extent 
that it was used in moving traffic originated by Preston it was 
operated under Preston’s direction and control with responsi- 
bility to the general public as well as to the shippers. 

“Service’s position,” said the court, “was that Preston was 
not engaged as a motor carrier during the critical period as to 
the shipments carried in Phelps’ equipment, even though Pres- 
ton originated them, but that as to these shipments, Phelps 
was the motor carrier and Service, as his successor, was en- 
titled to the ‘grandfather’ rights. This contention was overruled 
because the evidence clearly showed that Preston, and not 
Phelps, had control over and was responsible for these opera- 
tions. This finding was in accord with the holdings of the court 
in United States vs. Rosenblum Truck Lines, 315 U. S. 50, and 
Lubetich vs. United States, 315 U. S. 57, and the correctness 
of the finding is not assailed by Service in the pending case. 

“Service now relies on the finding of fact of the examiner, 
approved by the Commission, that Phelps had a separate and 
distinct business of his own during the period from the end of 
1934 to July 1, 1935, when his equipment was chiefly employed 
in transporting goods for Preston. This finding . . . was that 
from 1929 to 1934 Phelps was engaged in seasonal transporta- 
tion of agricultural commodities in July, August and Septem- 
ber, and that at other times he was without an appreciable 
amount of traffic although he occasionally hauled other com- 
mo@ities. Since the Commission accepted the examiner’s findings 
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of fact, we are urged to hold that the Commission was wron 
in reaching the ultimate conclusion that Service had failed to 
establish that it was in bona fide operation as a motor carrier 
on June 1, 1935. The defect in the argument is that it over. 
looks the additional finding of the examiner that it was impos. 
sible to determine what Phelps’ operations were during the 
‘grandfather’ period because the evidence did not show the time, 
origin or destination of his traffic movements at that time but 
commingled his operations with those of others in such a wa 
as to defy separation. This failure of proof was fatal to the 
application of Service because section. 206(a) of the statute, 
49 U. S. C. A. 306(a) provides that the applicant for ‘grand- 
father’ rights must show that his predecessor was ‘in bona fide 
operation as a common carrier by motor vehicle on June 1, 
1935, over the route or routes or within the territory for which 
application is made’; and section 208(a) of the act... re. 
quires the Commission in any certificate to specify the services 
to be rendered and the routes over which the motor carrier js 
authorized to operate. It has been frequently held that this 
requirement contemplates that the Commission shall preserve 
substantial parity between future and past operations and obvi- 
ously the Commission cannot carry out this function when the 
applicant fails to disclose the nature of the operations conducted 
on the ‘grandfather’ date. . . . The burden of proof is upon 
es applicant and in this case it has not been successfully 
orne. . ...” 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Conr 
mission rules and regulations thereunder, appear below.) 


Northern Ohio district, eastern division. Clarence H. 
Hooker, of Uhrichsville, O., was fined $1,200, of which he was 
required to pay $1,000, payment of the remainder having been 
suspended, after he entered a plea of guilty to informations 
charging him with engaging in operations as a motor common 
carrier of property in interstate commerce, for compensation, 
without having a certificate authorizing the operations per- 
formed; with engaging in such transportation without having 
on file with the Commission and published his tariffs naming 
rates and charges applicable thereto, with failing to have in his 
files medical certificates attesting to the physical fitness of his 
new drivers, and with granting unlawful extension of credit. 
The Michigan Sewer Pipe Co., a shipper, of Detroit, Mich., was 
fined $500 and was required to pay the entire amount after 
having entered a plea of guilty to informations charging it 
with aiding and abetting Clarence H. Hooker in the commis- 
sion of the offenses charged against him. 

Eastern Pennsylvania district. Morroney Transportation 
Co., of Philadelphia, Pa., was fined and required to pay $100 
after having pleaded guilty to charges of transporting house- 
hold goods as a motor common.carrier in interstate commerce, 
for compensation, without having a certificate from the Com: 
mission authorizing the operations performed, with failure to 
weigh a shipment of such property transported by it as such 
carrier, and with failure to show on bills of lading and on 
freight bills, issued by it with respect to such operations, all 
the information required by the Commission’s regulations. 
Nicholas Morroney, of Philadelphia, president of Morroney 
Transportation Co., was fined and required to pay $200 on his 
plea of guilty to charges of aiding and abetting the carrier In 
the commission of those offenses. 

Minnesota District, fourth division, at Minneapolis. Cen- 
tral States Freight Service, Inc., of Chicago, Ill., a freight 
forwarder, was fined $400, September 29, following entry of 
its plea of guilty to an information charging it with violations 
of the interstate commerce act. Central States Freight Service, 
Inc., was charged with aiding, abetting, and inducing Central 
States Freight Co., its wholly owned subsidiary corporation, 
also of Chicago, to operate as a common carrier by motor 
vehicle in interstate commerce, for compensation, without 4 
certificate having been issued to it by the Commission author- 
izing the particular operations that it performed, and with 
transporting property without having filed and published its 
rates applicable to such transportation. The carrier was also 
charged with committing such offenses, but the case as to it 
was dismissed by the court on motion of the United States 
attorney. The fine was paid. 

Western North Carolina district, at Charlotte. Whisenant 
Transfer Co., Inc., of Maiden, N. C., was fined $2,000, October 
5, following its plea of nolo contendere to an information con- 
taining 20 counts charging it with violating part II of the inter- 
state commerce act. The defendant was charged with engaging 
in operations as a common carrier of property by motor vehicle 
in interstate commerce, for compensation, without a certificate 
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having been issued to it by the Commission authorizing the 
particular operations that were performed. The sum of $500 of 
the fine was required to paid and was paid, and the balance of 
$1,500 was suspended and the defendant was placed on proba- 
tion on condition that it should not again violate the act. 


United Van Limes Suit 


A suit has been filed in the eastern Missouri federal court, 
eastern district, on behalf of United Van Lines, Inc., asking 
the court to set aside an order of the Commission of December 
98, 1942, in MC 67234, United Van Lines, Inc., Common Car- 
rier Application, in which the Commission, division 5, found 
that the applicant had failed to establish the right to a cer- 
tificate or permit under the “grandfather” clauses of the inter- 
state commerce act, covering the transportation of household 
goods between all points in the United States. ; : 

United alleged in its complaint that it began operations in 
1933, and had been in continuous operation since that date. It 
said that, in offering a single, nation-wide service for the gen- 
eral public it had been forced to establish agencies throughout 
the principal cities and towns in the United States and _ that, 
in some instances, the agency was owned and operated by it, 
while, in most instances, agents were obtained from members 
of the household goods movers industry. It said that its agents 
advertised to the general public offering the single, nation- 
wide service of United Van Lines, and that their duty was to 
solicit interstate business in the name of United Van, and 
reviewed the elements of the service offered, insurance carried, 
etc., aS evidence that United Van was the carrier. 

It said that particular attention of the court was called to 
the fact that it at all times maintained possession of motor 
vehicles leased from Sloan Moving & Storage Co., Inc., and 
The George Cook, Inc., but that such could not be said to be 
true with reference to motor vehicles owned by other agents, 
such motor vehicles, it said, “being leased from the agent on 
what is now known and called ‘spot lease,’ a term coined for 
the occasion by the Office of Defense Transportation. It was 
this method used by plaintiff that was so severely criticized 
by the Commission and now so strongly endorsed by the Office 
of Defense Transportation.” 

United alleged that it had filed an application with the 
Commission on form B. M. C. 73 for the purpose of strength- 
ening its claim of operating rights by going beyond the require- 
ments of the “grandfather” clause of the act, by proving that 
the operations were or would be required by the present or 
future public convenience and necessity. It said that division 5 
had found that public convenience and necessity required oper- 
ations by the applicant between all points in the United States. 

Notwithstanding all these facts, it said, the Commission 
had, by its order of December 28, 1942, found it had failed to 
establish the right to a certificate or permit under the “grand- 
father” clause, and United said that it would be adversely 
affected unless the latter order was set aside. 


JOINT BAR ANTI-TRUST SUIT 


The federal district court has postponed from October 9 
to October 16.trial in No. 43C 1295, United States vs. Rail Joint 
Company et al., in which the government seeks an injunction 
restraining the eight defendants—four companies that reform 
worn rail joint bars, and their presidents—from continuing 
alleged violations of the Sherman anti-trust act by combining 
in restraint of trade through patent-pooling, sub-licensing of 
other companies, and the like. The McKenna Process Company 
and its president, George Langford, Joliet, Ill., are the sole 
remaining defendants in the case, the other three companies— 
Rail Joint Company, Poor and Company, Wooding-Verona 
Tool Works—and their presidents having last month agreed to 
aconsent decree (see Traffic World, Sept. 30, p. 836). 





AIRCRAFT AND MOTOR VEHICLE SURPLUS SALES 


W. L. Clayton, Surplus War Property Administrator, has 
announced that in August disposal of aircraft and related equip- 
ment brought $1,534,000 or 46 per cent of cost. Motor vehicles 
and parts appraised at $3,343,000 were disposed of in August. 
It was stated that motor trucks, passenger cars and motorcycles, 
I reasonably fair condition, had found a ready market through 
hundreds of widely scattered dealers. Month-end motor vehi- 
cle inventories totaled $8,089,000. 






INTERNATIONAL AIR MEETING 


The Department of State has announced the selection of 
the Stevens Hotel in Chicago as the site for the International 
Civil Aviation Conference, which is scheduled to convene on 
November 1 (see Traffic World, Sept. 16, p. 699). 












Air Transportation 


Air Routes to.Latin America 


With the concluding testimony on the application of East- 
ern Air Lines, Inc., for authority to extend its services as out- 
lined at the hearing last week (see Traffic World, Oct. 7, p. 
913), examiners of the Civil Aeronautics Board had before 
them more than 2,500 typewritten pages of transcribed testi- 
mony since the opening of the hearings on the applications of 
seventeen air carriers September 18 in No. 525, et al., the 
Latin-American cases. 

Eastern withdrew its request for air routes south of Balboa, 
Canal Zone, or south of Port of Spain, Trinidad, and asked for 
routes between Miami, on the one hand, and, on the other, 
Balboa, Kingston and Barranquilla, and for connecting routes 
between the latter points and for routes between Houston, 
Tex., and Mexico City, and between Corpus Christi, Tex., and 
Mexico City via Tampico. 

Thomas P. Caldwell, division traffic manager of Eastern 
at Miami, Fla., and Robert Everitt, of Mexico City, division 
manager of Eastern and general manager of Mexican Corpora- 
tion, Eastern Air Lines, S. A., discussed, among other things, 
relationships with Pan American Airways agents in sales of 
interline tickets. Mr. Everitt said that, since the beginning of 
the war, Eastern on several occasions had had difficulty in 
finding transportation over Pan American Airways from Mexico 
City for passengers from north of Mexico City to whom East- 
ern had sold tickets. 

Alex L. Hart, assistant director of the research department 
of Eastern, testified with respect to economic characteristics of 
the areas proposed to be served by Eastern in its instant appli- 
cation. He said that Eastern’s connections with Pan American 
Grace-Airways at Balboa and with Pan American Airways at 
Miami would give Eastern access to all Latin American coun- 
tries. He contended that if Eastern took one-third of the 
“present passengers” of the steamship companies in the Carib- 
bean area, the ship lines after the war would more than make 
up that deficiency with new travelers. Sidney L. Shannon, vice 
president, operations, of Eastern, was asked whether Eastern 
had entered into any contracts for new planes, in connection 
with an announcement it had been made that it planned to 
spend between $5,000,000 and $6,000,000 for new equipment. 
Mr. Shannon said that one contract, for ten planes, had been 
signed with “Curtiss.” 

J. W. Moore, assistant secretary-treasurer of Eastern, testi- 
fied that Eastern proposed a fare of $103 from Chicago to 
Mexico City, over Chicago & Southern Air Lines to Houston, 
Tex., thence over one of Eastern’s proposed routes to Mexico 
City. He was told that a fare of $100.73 between those points 
was now in effect over American Airlines and over the com- 
bined routes of Braniff Airways and Pan American, and he 
indicated that Eastern would “undoubtedly” adjust its proposed 
fare between Chicage and Mexico City accordingly. He said 
that Eastern proposed passenger fares based on 6 cents a mile 
on its routes in the Caribbean area, as against a basis of 5.5 
cents a mile now in effect on domestic routes of Eastern. 


Estimates of traffic potentials on the proposed routes of 
Eastern were submitted by Walter Sternberg, of New York 
City, its general traffic manager. 

Following conclusion of testimony on the application of 
Eastern Air Lines, Albert V. Moore, president of Moore- 
McCormack Lines, Inc., testified that his company did not pro- 
pose to operate an air line in competition with its steamship 
line. He also said it was never possible to work out a two- 
company combination as well as a one-company combination; 
that under a one-company arrangement a passenger going one 
way by air returning by steamer, or vice versa, would have all 
his requirements taken care of by the one company; and that 
the one company would be responsible for the passenger from 
the time he left a point until he returned to that point. There 
a no antagonism or rivalry between the two services, 

e said. 

Mr. Moore assented to a statement that under a single 
control of air and steamship ticket sales there would be more 
combination tickets sold than otherwise. He said he felt that 
“eventually, if we don’t make a combination with air, that our 
passenger ships will be entirely tabooed and discontinued in 
the operation of any service.” 

In response to a question whether what he was really try- 
ing to do was to protect his steamship passenger business, Mr. 
Moore said: “I am trying to bring about a combination of the 
situation which will not only be of assistance to air but assis- 
tance to ships and will permit of a combination of service 
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@ The BURLINGTON has invested more than $2,000,000.00 in 
numerous Centralized Traffic Control installations. And there will 
be more. Investments such as these are playing an important part 
in enabling the railroads to handle the biggest transportation job 
in history—with less equipment and in the face of a serious man- 
power shortage. The BURLINGTON is proud to be on the team 
of America’s railroads which is sweating out the answer. Through 
its 22 principal gateways and more than 200 interchange points, 
the BURLINGTON serves as an essential link between railroads 
from the North, East, South and West. These modern C. T. C. 
systems bring additional strength to that important “link” service. 





H. L. FORD, FREIGHT TRAFFIC MANAGER, 547 W. JACKSON BLVD., CHICAGO 
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where we can give passengers exactly what they want.” He 
said he felt that without this air combination shipping com- 


panies “might as well fold up.” 


Mr. Moore was asked if he were not “afraid that if you 
have the full competition of these airlines, they are going to 
deprive you of that one-way steamer business which you hope 
to protect by combining the operations and having your com- 
pany sell round trip airline steamship tickets.” He replied that 
that was true. 

Capt. George L. Holt, of Pelham, N. Y., executive vice 
president of Moore-McCormack, and Gerald E. Donovan, Scars- 
dale, N. Y., a vice-president of the company, were questioned 
concerning proposed air fares and other economic aspects of 
postwar transportation. Mr. Donovan assented to a statement 
that proposed air fares were not related in any way to steam- 
ship fares so far as cost a mile was concerned, and that the 
two sets of fares were made up independently one of the other. 
He said he had “heard” a rate of 25 cents a ton-mile discussed 
as a possible postwar airline rate and that that figure would be 
“very substantially higher” than the prevailing steamship rates. 
It would be much more than twice the steamship rate, he said, 
but did not offer any more specific figure. 

_ Charles H. Beyts, of Jackson Heights, N. Y., who had as- 
sisted Mr. Donovan in company activities, was also questioned. 





Air Certificate Applications 


Describing its proposed airplane commuter service as of a 
kind that does not presently exist in the New York metropol- 
itan area, Air Community, Inc., New Y., has filed an applica- 
tion, No. 1642, with the Civil Aeronautics Board. 

It said it proposed scheduled transportation of persons, 
property and mail between Greenwich and Norwalk, Conn., 
New Rochelle, Rye, Tarrytown, Tuxedo, White Plains, and 
Yonkers, N. Y., on the one hand, and New York City, on the 
other; between Atlantic Beach, Bayshore, Farmingdale, Free- 
port, Garden City, Glen Cove, Great Neck, Huntington, Long 
Beach, Manhasset, Patchogue, Port Washington, Riverhead, 
Rockville Center, and Southampton, N. Y., on the one hand, 
and New York City, on the other; and between Asbury Park, 
Englewood, Long Branch, Montclair, Morristown, Passaic, Pa- 
terson, and Plainfield, N. J., on the one hand, and New York 
City, on the other. 


The applicant said inauguration and development of its 
proposed service would meet the vital needs of thousands of 
persons for greater traveling speed in daily commuter service. 


Other new applications for air rights have been filed with 
the C. A. B. as follows: 


No. 1629, New England Airways, Inc., Worcester, Mass.; temporary 
scheduled air transportation of persons, property and mail, and aerial 
pick-up of mail and property between Worcester, on the one hand, 
and, on the other, Portland, Me., Burlington, Vt., Rochester, N. Y., 
New York, N. Y., and intermediate points, including one route from 
Worcester to Providence, R. I., New Bedford, Taunton, Brockton, Bos- 
ton, Framingham, Mass., and return to Worcester. 

No. 1638, Arthur A. Fcgarty, Springfield, Mass.; non-scheduled and 
contract transportation of property and mail by suitable aircraft, includ- 
ing helicopters, over irregular routes between Albany, N. Y., Boston, 
Mass., Bronx, N. Y., Brooklyn, N. Y., Newark, N. J., New Haven, 
Conn., Paterson, N. J., Portland, Me., Providence, R. I., and Spring- 
field, Mass., on the one hand, and, on the other, points and places in 
Ala., Calif., Fla., Ga., La., and Tex. Applicant said that after the 
war he proposed to employ aircraft personnel qualified by their mili- 
tary experience. ’ 

No. 1639, W. H. Lovett and William L. Hutcheson, partners, Kite, 
Ga.; scheduled transportation of persons, property and mail, between 
Macon and Savannah, Ga., via intermediate points of Milledgeville, 
Dublin, Vidalia, and Statesboro, Ga. . 

No. 1640, Lt. Wayne B. Lee, Fairbury, Neb.; permanent or tempo- 
rary scheduled transportation of persons, property and mail, between 
Pertyton, Tex., on the one hand, and, on the other, Amarillo, via 
Spearman and Borger, Tex., also Canadian, Tex., and Liberal, Kan. 

No. 1641, Francis L. Duncan, Washington, D. C.; scheduled trans- 
portation of persons, property, and mail between Seattle, Wash., and 
Anchorage, Alaska, via Gustavus airport near Juneau, and via the 
regular service point Annette Island, or such other point or points as 
conditions might require for servicing, refueling, and weather or emerg- 
ency purposes. Principal overall distance—1,418 miles. 

No. 1643, Alaska Airlines, Inec., Anchorage, Alaska; permanent or 
temporary scheduled transportation of persons, property, and mail be- 
tween Chicago, on the one hand, and, on the other, Fairbanks and 
Anchorage, Alaska, via Minneapolis, Minn., Fargo, N. D., Regina, 
Edmonton, Fort St. John, Fort Nelson, Watson Lake, and Whitehorse, 
Canada. Total—3,347 miles. 

No. 1644, Alaska Airlies, Inc., Anchorage, Alaska; scheduled trans- 
portation of persons, property, and mail from Seattle, Wash., to 
Anchorage, Alaska, via intermediate points of Juneau, Gustavus, as an 


alternate to Juneau, Yakutat, and Cordova, Alaska. Total mileage— 
1,476. 


Transcontinental & Western Air, Inc., Kansas City, Mo., 
has filed its application, No. 1637, with the Civil Aeronautics 
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Board for amendment of its certificate. for route No. 37 sco as 
to remove the condition that the holder should serve Los An- 
geles, Calif., only on flights originating or terminating at Albu- 
querque, N. M., or points east thereof. 


National Foreign Trade 


Vice Admiral Emory S. Land, chairman of the Maritime 
Commission and War Shipping Administrator, speaking at the 
National Foreign Trade Council’s annual convention at New 
York this week, said the United States could make use of a 
great amount of its ship tonnage in the post-war period if 
peace terms for Germany and Japan forbade those countries 
from shipline operations “for a number of years to come.” If 
such terms were decided on, he said, he would support the 
restrictions if they excluded inland waterway and coastwise 
operations by Germany and Japan. Pointing out that, up to 
October 1, the United States had built 370 fast, ocean-going 
tankers, 90 Victory ships, and more than 2,500 Liberty ships, 
coastal ships, and other types, he said that the post-war outlook 
for this nation was most optimistic and that more than 7,000,000 
tons of the new ships, exclusive of tankers, ‘“‘should properly be 
engaged in foreign trade, provided we go after the business 
to keep these ships sailing full and down.” He said that foreign 
markets for United States goods would be very great after the 
war, and that trade between the United States and other na- 
tions should be handled in this nation’s vessels. 

John B. Crane, director of marketing research, Glenn L., 
Martin Company, Baltimore, speaking at the convention on air 
cargo potentials, said that a marked lack of balance between 
imports and exports of air cargo shipments moving between the 
United States and Latin American nations would present spe- 
cial problems relating to freight and express rates. He suggested 
that “a partial answer may be found in charging a much lower 
level of tariffs on north-bound commodit‘es.” ‘Though predicting 
great increases in international a'r cargo traffic after the war, 
he admitted that stimulation of balanced movements would re- 
quire that commodities that could “stand high tariffs be charged 
in excess of the cost of rendering the service,” adding that that 
could not “be done, however, under compet:tive cond tons, but 
requires either monopoly or competing carriers getting together 
in rate conferences on a classified rate structure.” 





INTERNATIONAL AVIATION 


In opposing the proposal that there be one American flag 
aviation company operating in international services in the 
post-war period, C. Bedell Monro, president of Pennsylvania- 
Central Airlines, said in an address October 10 before the 
Sales Executive Club of New York that regulated competition 
“is our only guarantee for the most intensive development of 
all commercial and technical possibilities of international avia- 
tion.” 

“Just imagine one railroad serving the United States, or 
one automobile company building all the cars of the country 
under the guise of being able better to compete better with 
foreign makes in a limited market,” said he. ‘Competition 
between companies is what broadened markets beyond belief, 
brought down costs and raised the American standard of liv- 
ing.” 

Mr. Munro reiterated allegations made heretofore about the 
railroads seeking to invade the field of air transportation and 
to bring about “integration.” 

Speaking of the future development of commercial avia- 
tion, he said the helicopter “is many years away as a commer- 
cial plane.’”’ He expressed the opinion that there would be a 
substantial increase in passenger traffic within a reasonable 
period after the war but said that air cargo and air freight 
“must await development of more economical equipment before 
this phase of commercial aviation can materially increase.” 





AIR FREIGHT LOADING AND UNLOADING 


The first completely portable automotive mechanized unit 
for loading and unloading air freight will soon be put into oper- 
ation by American Airlines, Inc., it is announced by Vice-Presi- 
dent Hugh Smith. Adapted to a gasoline-powered tractor, a con- 
veyor belt keeps a continuous stream of baggage, express and 
mail moving from truck to plane as fast as cargo handlers inside 
the plane can stow it away. It can be adjusted to the height of 
the forward cabin of a DC-3 or to a postwar DC-4, an indicator 
on the side showing when it has been elevated to the necessary 
height. Both operating and elevating mechanism are hydraulic- 
ally operated. 

At the lower end of the conveyor. belt is a platform to re- 
ceive cargo coming down the conveyor, from which it may be 
placed with a minimum of effort either on the low-level panel 
trucks on which passengers’ baggage is carried or on the regular 
mail and express delivery trucks. The platform and belt are 
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marked to’indicate the width of the door of a DC-3 but are wide 
enough for the DC-4’s which have recently been ordered. 

The*conveyor belt itself consists of a series of slightly 
spaced slats with a canvas cover rippled on to prevent skidding. 
Sudden stoppage or reversal of the belt failed to dislodge or 
upset packages and baggage in the trial tests. The speed of the 
belt may be altered as necessary to permit proper stowage. 

While this particular piece of equipment is designed for 
cargo loading, the principle will probably be adapted for pas- 
senger loading of the DC-4’s and 6’s. Even in its present form, 
it serves aS an escalator for the captain and first officer to reach 
their seats in the cockpit and for the inside cargo handlers to 
reach their stations within the plane. 


NORTHWEST AIRLINES CASE 

The Port of New York Authority has petitioned the Civil 
Aeronautics Board for leave to intervene in No. 862, North- 
west Airlines, Inc., application for a permanent certificate to 
establish new air transport services between the United States 
and points in the Orient. The petition said the granting or 
denial of such authority would affect transportation by air- 
planes or vessels to or from New York. 

In an announcement issued by the port authority, Frank 
C. Ferguson, chairman, said that the port authority would urge 
the C. A. B. to establish the most direct routes possible to 
Alaska and the Far East to place American flag airlines in a 
position to compete with foreign flag lines for traffic from the 
eastern United States. 

“The most efficient air service between the New Jersey- 
New York area and the Far East is essential to the develop- 
ment of our foreign trade,” Mr. Ferguson said. “In 1939, the 
Port of New York accounted for more than 600 million dollars’ 
worth or more than half of the trade with the Far Eastern 
countries which the suggested new air service would reach. In 
1938, a fourth of the passports for travel to the Far East were 
issued to residents of the middle and north Atlantic regions.” 


AIR TRANSPORT ADVERTISING 


Colonel Edgar S. Gorrell, president, Air Transportation 
Association of America, is understood to have written to Di- 
rector Johnson, of the Office of Defense Transportation, re- 
ferring to a criticism of air line advertising made by Director 
Johnson in a letter to Chairman Pogue, of the Civil Aeronautics 
Board, a copy of which was sent to Colonel Gorrell. In that 
letter, Director Johnson suggested that the air lines were not 
conforming to the rules of the Air Traffic Conference, in that 
they were not refraining from promotional or merchandising 
advertising, while the railroads, having discontinued all traffic- 
creating advertising at the request of the O. D. T., were placed 
at a competitive disadvantage (see Traffic World, July 29. 
p. 272). Colonel Johnson included samples of air-line adver- 
tising in his letter to Chairman Pogue. 

Colonel Gorrell, it is understood, said the subject had had 
the attention of the industry and that, while there had been 
a few such mistakes in advertising on the part of the air lines, 
they had been unintentional, and that, in the future, the in- 
dustry’s advertising would not go beyond anything proper in 
war-time advertising. 

He is understood to have pointed out that the air lines 
were in a peculiar situation, in that priorities made it certain 
that necessary military travel was provided for, but that, with 
the return of some airliners to the operators, there was space 
available on some runs to take care of necessary war-time 
travel that might not rate military priority; and that, in pub- 
lishing schedules in their advertising, the air lines were fol- 
lowing the practice of the railroads in current advertising, 


Samples of which he is said to have submitted to Director 
Johnson. 


RAIL LABOR AND FOURTH TERM 


A. F. Whitney, president of the Brotherhood of Railroad 
Trainmen, after a call on President ‘Roosevelt, October 12, 
Said he had told the President that labor was behind him and 
would support him for reelection regardless of what action 
might be taken with respect to labor’s request for liberalization 
of the “Little Steel” formula to permit increase in wages. 





WEST COAST RAIL MANPOWER 


_ In order to expedite war-freight transportation, the Na- 
tional Manpower ‘Priorities Committee has authorized a na- 
tional A-priority rating to meet manpower requirements of 13 
railroads serving the west coast, the War Manpower Commis- 
slon and the Office of Defense Transportation have announced. 

The action was intended to speed the interregional recruit- 
ment of 974 switchmen, 1,030 brakemen and 329 firemen for 
the railroads, in accordance with the roads’ expressed needs. 


he workers were needed immediately, the O. D. T. empha- 
Sized 
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O. D. T. officials said that the shortage of switchmen, fire- 
men and brakemen on the west coast had become increasingly 
serious within the last six weeks. This was especially true in 
the San Francisco Bay area, where O. D. T. recently announced 
that the shortage was congesting freight yards and sidings and 
was slowing up the movement of war freight. On the coast 
as a whole, reports showed, 350 to 400 switchmen were work- 
ing double shifts daily, according to the O. D. T. 


C. A. & E., North Shore Dispute 


A recommendation of a 5-cent hourly wage increase for 
operating employes of the Chicago, Aurora and Elgin Railroad 
and the Chicago, North Shore and Milwaukee Railroad has been 
made in a report submitted October 9 to President Roosevelt by 
an emergency fact-finding board appointed by the President last 
month to investigate a wage dispute on the two railroads. Ap- 
proximately 600 employes, members of the Brotherhood of Rail- 
road Trainmen and Brotherhood:of Locomotive Firemen and 
Enginemen, sought a 9-cent hourly wage increase. The board 
held a hearing in the matter the last week in September (see 
Traffic World, Sept. 30, p. 844). 

In its report, the board also recommended that the increase 
be made retroactive to the dates on which the brotherhoods first 
asked for the increases—February 4 in the case of the C. A. 
and E., and April 6 in the case of the North Shore. The joint 
management of the two railroads refused to grant the increases. 
At the board’s hearing, its representatives took the position that 
a 14-cent hourly wage increase that became effective in 1943 was 
a 15 per cent increase, the maximum allowable by the Office of 
Economic Stabilization under the Little Steel formula. 

John A. Zanger, B. R. T. vice-president, said October 9 that 
the two brotherhoods would release a statement later in the 
week as to their attitude toward the award. Spokesmen for the 
railroads pointed out that the O. E. S. had yet to rule on the 
recommendation and might well refuse to authorize the 5-cent 
increase on the ground that it conflicted with the national sta- 
bilization program. 

Under the railway labor act, the employes, if unwilling to 
accept the recommendations of the board, must wait 30 days 
from the date of the submission of the report before striking. 





RAIL EMPLOYMENT - 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,427,833 at the middle of 
September, an increase of 4.01 per cent over September, 1943, 
and a decrease of 1.43 per cent under August of this year, 
according to a rail employment compilation based on prelim- 
inary reports, prepared by the Commission’s Bureau of Trans- 
port Economics and Statistics. ‘The September, 1944, employ- 
ment was reported as follows: 

Executives, officials, and staff assistants, 14,610; profes- 
sional, clerical, and general, 231,074; maintenance of way and 
structures, 306,020; maintenance of equipment and _ stores, 
388,042; transportation (other than train, engine, and yard), 
168,268; transportation (yardmasters, switchtenders, and hos- 


tlers), 18,151; and transportation (train and engine service), 
301,668. 





A. T. A. ON WAGE INCREASES 

The American Trucking Associations has filed a brief with 
the National War Labor Board in the board’s proceedings in- 
volving the question of relaxing the “Little Steel” formula so 
as to permit wage increases greater than those permitted by 
that formula, contending that wages in the trucking industry 
already have been increased “far beyond the ability of motor 
carriers to pay, and that any further wage increases would be 
ruinous.” It said the financial position of the motor freight in- 
dustry was worse now than at any time “since it first became 
a significant factor in American transportation.” 

Reports to the Commission for the first quarter of 1944, 
said the A. T. A., showed that 27 per cent of the motor freight 
carriers operated at a loss, that 11 per cent had less than 
2 cents out of each dollar of gross revenue to meet fixed 
charges and income taxes, and that 15 per cent had only 3 to 5 
cents to meet those items of cost. 

Maintenance costs had increased, it continued, and “cost 
of repair parts, tires and tubes skyrocketed while quality de- 
creased.” It said surveys of the industry indicated that the 
price of many of these items had increased more than 40 per 
cent while the wearing quality had decreased more than 50 
per cent. 

The A. T. A. brief discussed the relationship of rail and 
motor rates and pointed out that motor carrier rates east of 
the Mississippi were a maximum of 10 per cent higher than rail 
rates while those west of the Mississippi were a maximum of 
6 per cent higher. 

“The experience of the motor carriers indicates that even 
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with the present wartime demand for transportation facilities 
a further widening of this gap between motor carrier and rail 
rates is not feasible from a competitive standpoint,” it said. 
“After the war competitive conditions will be such as to render 
it impossible for motor carriers to maintain the present dis- 
parity.” 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies, reported total compensation paid in July, 1944, of 
$325,386,791, and a total of 1,442,887 employes as of the middle 
of that month, according to a compilation of wage statistics of 
those roads, statement M-300, prepared by the Commission’s 
Bureau of Transport Economics and Statistics. 

The employment was an increase of 52,077, or 3.74 per 
cent, over the number reported for July, 1943. The total num- 
ber of hours paid for was 1.74 per cent greater and the total 
compensation was 14.15 per cent greater in July, 1944, than in 
July, 1943. A comparison of the number of employes who re- 
ceived pay in the month with the total hours paid for, showed 
213 hours an employe in July, 1944, and 217 hours in July, 
1943. Employes paid on an hourly basis in July, 1944, received 
pay for 32,312,088 hours of overtime, which was 11.93 per cent 
of the straight time paid for. The corresponding percentage 
for July, 1943, was 10.89. 

Compensation for “time paid for but not worked” for July, 
1944, was reported as follows: Executives, officials, and staff 
assistants, $121,848; professional, clerical, and general, $3,260,- 
930; maintenance of way and structure, $1,522,891; maintenance 
of equipment and stores, $5,003,238; transportation, other than 
train, engine, and yard, $972,685; and transportation, yardmas- 
ters, switch tenders, and hostlers, $282,926. 

In the train and engine service, compensation for July, 
1944, was reported as follows: Straight time actually worked, 
$62,447,799; straight time paid for, $75,481,187; overtime paid 
for, $8,642,173; constructive allowances, $3,828,525; total $87,- 
951,885. Miles actually run totaled 572,178,250 and miles paid 
for but not run totaled 65,873,336. 


Travel Curtailment 


“Tourists who find themselves stranded in Florida and 
other southern resort regions this winter and next spring will 
have only themselves to blame,” Director Johnson, of the Office 
of Defense Transportation, said October 12, adding: 


American transportation still is busily engaged in helping win 
two wars and there is no space or equipment available for civilian 
travelers not actively engaged in the war effort. While the transporta- 
tion situation remains tight all over the country, it is extremely critical 
on those routes serving the southern areas on both the Atlantic and 
Pacific coasts. 

Trains, for example, have been running at more than capacity during 
the entire summer. Probably 75 per cent of all passengers are mem- 
bers of the armed forces, most of the remainder being civilians traveling 
on essential business connected with the war. It is obvious that with 
trains crowded beyond normal capacity with such essential travelers 
there is no room for the pleasure or non-essential traveler. 

Pleasure travelers who insist on forcing their way onto southbound 
trains not only do so at the risk of dislodging military and other 
essential travelers, but also stand an excellent chance of being stranded 
for considerable periods of time when attempting to make a return 
trip north. O. D. T. will under no circumstances provide relief trains 
to return such passengers to their homes. 

Pleasure travelers who fail to heed this warning will have to make 
their way northward as best as they can and with no aid from this 
office. 


Director Johnson also warned travel agents and resort 
proprietors to refrain from advertising or implying that they 
were in position to guarantee return transportation. He pointed 
out that not even the railroads or the inter-city bus lines were 
able to make such a guarantee. 

Railroads serving the various southern resort areas were 
informing their patrons that purchase of a round-trip ticket 
did not assure the purchaser of return space within any speci- 
fied period of time, said the O. D. T. 

The O. D. T. said that traffic on the nation’s railroads for 
the first eight months of 1944 was almost 8,000,000,000 passen- 
ger miles above the record for the same period last year. 

“While the rate of increase in 1944 has been slowed down 
to some extent,” Colonel Johnson said, ‘‘actual passenger traffic 
is running more than 14 per cent ahead of last year. Much of 
the increase is caused by the continued high level of organized 
military travel. In addition, furlough travel has increased 
greatly and the transporting of military casualties is con- 
stantly increasing. The overcrowding of our transportation sys- 
tem will not materially decrease with the end of hostilities in 
Germany. I do not look for any real solution to the problem 
until after the fall of Tokyo.” 


W. P. B. Appeal 


The War Production Board announced that it “joined in 
supporting the Office of Defense Transportation’s appeal to the 
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nation to eliminate all non-essential travel and thus make room 
for the imperative movement of troops, wounded veterans re- 
turning from overseas, and persons engaged in important war 
assignments.” 

William Y. Elliott, W. P. B.’s vice-chairman for civilian 
requirements, issued the following statement: 


The unprecedented increase in civilian travel in recent months is a 
serious problem. Transportation facilities continue to be strained to the 
utmost in an effort to meet war demands. Hotel facilities are com- 
pletely unequal to the task thrust upon them in some of our most 
important war production and port cities. 

The use of transportation in connection with the war is increasing 
steadily, thus overtaxing existing facilities. This is partly due to the 
transfer of military forces, to transporting returning veterans, many of 
whom are wounded and must be taken to hospitals and rehabilitation 
centers, and especially to the long haul to the west coast in connection 
with the more vigorous prosecution of the Japanese war. 

Organizations contemplating conventions any time within the next 
six months should reconsider, and if possible defer their meeting, or 
restrict attendance. It has been forcefully demonstrated that the con- 
verging of large numbers of convention delegates upon a city greatly 
strains transportation and hotel accommodations and cannot be justified 
in wartime. 

Hotels should cooperate by discouraging unnecessary conventions, 
and by warning delegates to conventions, held despite the Government's 
request, that even reserved rooms cannot be guaranteed because im- 
portant military and civilian travelers serving the war effort must be 
accommodated first. 


The Hotel Industry Advisory Committee recently approved 
this proposal by Mr. Elliott, said the W. P. B. 

Mr. Elliott asked that all organizations follow the example 
of the many groups, large and small, that had already canceled 
their meetings. 


Gasoline Rationing 


The Office of Price Administration has broadened its gaso- 
line rationing program to include a number of functions that 
heretofore have been handled by the Office of Defense Trans- 
portation. 

Procedures under the transfer ‘are authorized in General 
Order O. D. T. 21A, which supersedes General Order O. D. T. 
21 as amended, and in Amendment 1 to O. D. T. Administrative 
Order No. 8, Amendment 2 to O. D. T. Administrative Order 
No. 15, and in Amendment 156 to O. P. A. Ration Order 5 C— 
Gasoline, all effective October 16. 

“All operators of commercial motor vehicles that require 
certificates of war necessity—such as busses, trucks, taxicabs, 
rental cars, etc.—will be affected by the change,” O. P. A. and 
O. D. T. announced, adding: 


Under the new procedure, applications by commercial motor vehicle 
operators for temporary and non-recurring rations will be made to 
O. P. A. local War Price and Rationing Boards rather than to O. D. T. 
district offices. These rations will be issued by local. boards and any 
appeals from decisions of the boards will be handled by O. P. A. Thus 


O. P. A. will have complete authority over the issuance of such addi- 
tional rations. 


The change is expected to improve service and be of much greater 
convenience to commercial motor vehicle operators, since operators 


will have available 5,500 O. P. A. local boards as compared with’ 142 
O. D. T. district offices. 


It is pointed out by the agencies that recommendations on 
temporary and non-recurring gas allotments for trucks owned 
by farmers will continue to be made by county farm transpor- 
tation committees, organized under the Department of Agricul- 
ture, but will be referred to O. P. A. local boards for action— 
instead of to O. D. T. district offices. 


Applications for certificates of war necessity or for perma- 
nent changes in certificate allotments will be handled by 
O. D. T. district offices as in the past. Forms for making such 
applications may be obtained at all O. P. A. boards, and also 
at O. D. T. district and field offices and offices of county farm 
transportation committees. O. D. T. will continue to certify 
permanent commercial vehicle needs and issue certificates of 
war necessity to cover these needs. 


Since the majority of current applications, according to 
O. D. T., are for temporary allocations, this new procedure will 
take a troublesome, but routine chore off the hands of O. D. T. 
district staffs, releasing personnel to direct a greater amount 
of attention and effort to the transportation phases of its pro- 
gram, such as traffic registration, organization of joint action 
plans, agricultural industry transportation programs and main- 
tenance and conservation work. 


As a result of the transfer, the O. D. T. Highway Depart- 
ment of regional and district organization is being changed to 
more nearly coincide with O. P. A. regional and district office 
locations and boundaries. These changes, effective October 19, 
are defined in O. D. T. Administrative Order 6B. é 

Regional changes include the closing of the O. D. T. high- 
way department office in Kansas City, Mo., reducing the num- 
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per of regional offices from nine to eight. The district and field 
offices will be reduced to 93 district and 43 field offices with a 
total of 30 offices being closed. 

There will be four conditions, under the new procedure, 
under which local boards will be authorized to issue a smaller 
ration that that allotted by O. D. T. on the certificate of war 
necessity. These conditions are: 


1. When the board has knowledge of discontinuance or reduction 
in the operations of the commercial vehicle operator. 

2. When the board has knowledge of the misuse of commercial 
rations and such misuse indicates an overissuance. (For example, the 
yse of commercial rations in an operator’s personal passenger car.) 

3. When an applicant indicates to the board that his needs are 
less than those certified. 

4. When an applicant fails to use all of his ration, or fails to claim 
his ration within a reasonable time. 


If none of these four conditions apply, O. P. A. boards will 
continue to issue rations in the amount certified by O. D. T. 

Under the amendment to the O. P. A. gasoline rationing 
order, commercial vehicle operators will hereafter return all 
unused or expired transport rations to their O. P. A. boards 
rather than to O. D. T. district offices as has been required in 
some instances in the past. 


MOTOR CONSERVATION 

Additional motor conservation orders have been issued by 
the Office of Defense Transportation as follows: Supp. order 
0. D. T. 3, Rev. 351, coordinated operations between Henderson 
and Weldon, N. C.; O. D. T. 3, Rev. 352, between Tulsa and 
Oklahoma City, Okla.; O. D. T. 3, Rev. 353, between Baltimore, 
Md., Washington, D. C., and points in Virginia; O. D. T. 3, 
Rev. 354, between New York City, Albany and Stottville, N. Y.; 
0. D. T. 6A-48, between New York and points.in New Jersey; 
0. D. T. 3, Rev. 355, between Albany and New York, N. Y.; 
0. D. T. 3, Rev. 356, in. Rhode Island; O. D. T. 3, Rev. 358, 
between Jackson, Miss., and New Orleans, La.; O. D. T. 3, 
Rev. 359, between points in Georgia; O. D. T. 3, Rev. 360, be- 
tween Holdrege and M’Cook, Neb.; and O. D. T. 3, Rev. 361, 
between Tulsa and Okmulgee, Okla.; supp. order O. D. T. 3, 
Rev. 362, coordinated operations between Memphis, Tenn., and 
Greenville, Miss.; O. D. T. 3, Rev. 363, between Omaha, Neb., 


and Gulfport, Ill.; O. D. T. 3, Rev. 364, between New York, N. 


Y., and Philadelphia, Pa.; O. D. T. 3, Rev. 365, between points 
in Ontario County and Moore County, N. Y.; O. D. T. 6A-49, in 
Big Spring, Tex.; O. D. T. 6A-50, in Midland, Tex.; O. D. T. 
6A-51, in Odessa, Tex.; and O. D. T. 6A-52, in Sweetwater, Tex. 


0. D. T. OPERATION OF TRUCK LINES 


Director Johnson, of the Office of Defense Transportation, 
effective as of 12:01 a. m., October 8, has terminated possession 
and control of the Lyman Truck Lines, Muskogee, Okla. 

Effective as of October 14, Director Johnson has terminated 
government possession of Ash Truck Lines, Inc., of Holton, Kan. 


oO. D. T;: PERSONNEL CHANGES 

The resignation of George E. Talmage, Jr., as assistant 
director of the division of traffic movement of the Office of 
Defense Transportation in charge of export and import traffic, 
has been announced by Director Johnson. Mr. Talmage will be 
succeeded by Al S. Johnson, his assistant. 

It was said at O. D. T. that Mr. Talmage expected to take 
a position with Higgins Industries. He was formerly director 
of the Commission’s bureau of water carriers and freight haul- 
ers. At O. D. T. he represented that agency as liaison with other 
government agencies, including the army transportation corps 
and the lend-lease administration. 

Mr. Johnson was employed by the Missouri-Kansas-Texas, 
Oklahoma Central, and the Pacific Electric before becoming 
director of the transportation division of the Department of 
Agriculture in 1939. He came to O. D. T. in April, 1942. 


oO. D. T. APPEAL DECISION 

In appeal decision No. 38, Director Johnson, of the Office 
of Defense Transportation, has affirmed the decision of the 
regional director of the O. D. T.’s highway transport depart- 
ment, region 7, and of the district manager of the Tulsa, Okla., 
district office, denying an application for approval of inaugura- 
tion of service as a private carrier of property by motor vehicle, 
filed by A. L. McGaugh, doing business as A. & M. Baking Co., 
of Stillwater, Okla. The applicant, according to the decision, 
Proposed to operate one delivery truck daily over a 75-mile 
Circular route, serving towns within that radius. 
. Director Johnson, of the Office of Defense Transportation, 
M appeal decision No. 39, has affirmed the action of the district 
manager of the Providence, R. I., O. D. T. district office, and 
of the regional director of region 1, denying an application 
for approval of an inauguration of service as a private carrier 
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of property by motor vehicle, and an application for a certifi- 
cate of war necessity, both filed by Charles A. Benson, of 
Providence. 

In appeal decision No. 40, Director Johnson found that 
the application of Walter J. Stevenson, of Joplin, Mo., for 
approval of an inauguration of service as a private carrier of 
property by motor vehicle, had been properly denied by the re- 
gional director of region 6 and by the district manager of the 
Springfield, Mo., O. D. T. district office. 





TRAFFIC IN TANK CARS 


Director Johnson has issued special direction O. D. T. 7, 
revised-3, providing, effective October 10, that unless authorized 
by general or special permit issued by the O. D. T., no person 
shall offer for shipment and no carrier shall accept for shipment, 
forward, or transport, any loaded tank car of a shell capacity 
of less than 7,000 gallons (a) containing petroleum or petroleum 
products to be transported to a destination in District No. 1, as 
defined in section 502.100(h), general order O. D. T. 7, revised, 
from a point of origin outside such district, or (b) containing 
a commodity to be transported to a destination in the states of 
California, Oregon, or Washington from a point of origin out- 
side such states. 

In explanation of special direction O. D. T. 7, revised-3. 
Fayette B. Dow, director of the O. D. T. department of liquid 
transport, said the direction was necessary in order to relieve 
the congested west coast terminals, and to move a maximum 
quantity of products with a minimum number of tank cars. 
He said it was obvious that the use of larger cars would mean 
greater volume a carload and a trainload, and less handling. 
These were desirable objectives, he said, in view of the in- 
creased war traffic to the west coast and the existing shortage 
of railroad labor in that region. 

Mr. Dow said that, as far as the eastern seaboard area 
was concerned, the new order was a restoration of a similar 
order formerly in effect. 


oO. D. T. FLOWERS ORDER 


The Office of Defense Transportation has announced is- 
suance of a general permit continuing the practice of allowing 
florists to use rental cars (drive yourself cars) to deliver flow- 
ers for Christmas this year and St. Valentine’s Day, Easter, 
and Mother’s Day next year. 

The permit (General Permit O. D. T.-26A3) exempts flor- 
ists from the provisions of the O. D. T. order banning the use 
of rental cars for commercial deliveries on the dates December 
23-25, 1944; Feb. 14, 1945; March 30-April 1, 1945; May 11-13, 
1945. A similar permit (General Permit O. D. T. 26A-2) was 
issued last year. 

Issuance of the permit was designated, the O. D. T. ex- 
plained, to make available additional equipment to meet tradi- 
tional holiday needs, although no additional mileage or gaso- 
line would be authorized for this purpose. The general permit, 
however, does not exempt retail florists from the provisions of 
General Order O. D. T. 17 as amended, prescribing the fre- 
quency of deliveries. 


oO. D. T. DISTRICT AND FIELD OFFICES 

Director Johnson has made public administrative order 
O. D. T. 6B for the establishment of regions, districts, and field 
offices of the highway transport department of O. D. T., effec- 
tive October 15, and superseding and revoking order 6A. 

It was said at O. D. T. that the order would reduce the 
number of district offices by 49, or from 142 to 93, and would 
increase the number of branch offices by 21, or from 22 to 43, 
with a net reduction of approximately 30 offices. 

The order specifies eight regions with regional offices, 
respectively, in New York, Philadelphia, Cleveland, Atlanta, 
Dallas, Chicago, Denver, and San Francisco. The order lists 
13 district offices in region 1; 13 in region 2; 11 in region 3; 
11 in region 4; 13 in region 5; 16 in region 6; six in region 7; 
and 10 in region 8. The report designates the field offices under 
the district offices and the district offices by states, with coun- 
ties under the jurisdiction of each office. 

It was stated at O. D. T. that a directory would be issued 
showing the changes in detail. 





oO. D. T. EXPEDITING ORDER 


Director Johnson, of the Office of Defense Transportation, 
has issued special order O. D. T. E-2, expediting collection of 
line-haul shipments in the El] Paso, Tex., area, effective Octo- 
ber 10. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Demurrage on Box Cars 


Effective from 7 a. m. October 19, until 7 a. m. November 
19, the Commission, division 3, issued service order No. 242, 
establishing increased demurrage rates on box cars held, 
beyond the free time aliowed in tariffs, for loading or unload- 
ing. The order carried the usual provisions suspending tariff 
provisions inconsistent with its terms, and requiring publication 
of such suspension by the railroads. The order said that it 
appeared that box cars were being delayed unduly in loading 
and unloading and that this was impeding and diminishing the 
use, control, supply, movement, distribution, exchange, inter- 
change and return of box cars and that, in the opinion of the 
Commission, an emergency existed requiring immediate action. 
The ‘pertinent portions of the order follow: 


Demurrage charges on box cars. (a) After the expiration of the 
free time allowed by tariffs lawfully on file with this Commission the 
demurrage charges on a box car held for loading or unloading which 
is not loaded or unloaded within the free time, shall be $2.20 per car 
per day or a fraction thereof for the first two days; $5.50 per car 
per day or a fraction thereof for the third and fourth days; and $11 
per car per day or a fraction thereof for each succeeding day. 

(b) Application. (1) Average agreements. Detention occurring on 
and after the effective date of this order on all box cars held for 
loading or unloading shall not be included in or computed on the basis 
of any average agreement, but except as otherwise provided in this 
order or in the orders set forth in paragraph (b) (3) said box cars 
shall otherwise be subject to the car demurrage rules or charges set 
forth in tariffs lawfully on file with this Commission. 

(2) Intrastate. The provisions of this order shall apply to intra- 
state as well as interstate traffic. 

(3) Service orders. The provisions of this order shall not be con- 
strued to effect the provisions of Service Order No. 70-A, (8 F. R. 
14624-25) of October 22, 1943, or Service Order No. 135 (8 F. R. 9569) 
as amended (8 F. R. 10941). 

(4) Domestic and Transshipments. Except as provided in paragraph 
(b) (3) on and after the effective date of this order, the provisions of 
this order shall apply to detention of any box car held for loading or 
unloading at any inland point or at any port whether for domestic 
loading or unloading or for transshipment by water. The number of 
days the box car has been held prior to the effective date of this order 
shall determine the charges applicable on that box car on the first 
demurrage day and all subsequent demurrage days occurring after 
the effective date of this order. 

(5) Demurrage charges substituted for charges for storage of 
freight in box cars. (i) The operation of all tariff rules, regulations, 
and charges for storage of freight in box cars at or short of ports, 
consigned or reconsigned for export, coastwise or intercoastal move- 
ment, is suspended in so far as inconsistent with this order. 

(ii) In lieu of the charges for storage of freight in box cars at 
or short of ports suspended in subparagraph (5) (i) above, the applic- 
able charges for detention of box cars held at or short of ports for 
unloading freight, consigned or reconsigned for export, coastwise, or 
intercoastal movement, shall be the demurrage charges prescribed in 
paragraph (a) of this order. 


Commenting on the situation that made the order neces- 
sary, Commissioner Johnson, in charge of car service matters 
for the Commission, said he hoped the increased demurrage 
charges would be temporary. He said the situation was difficult 
and that, if the railroads and every one else involved had not 
done a good job, “we would be sunk.” He pointed out that 
although total carloadings of all kinds were only slightly less 
in 1944 than in 1941, the railroads had an average haul for the 
first quarter of this year of 531 miles, while for 1942 the aver- 
age haul was 448 miles. He pointed out also that, in spite of 
this longer haul, the turn-around time on cars had been 13% 
days this year, as compared with the same number of days in 
1942. Commissioner Johnson also pointed out that in 1942 there 
had been a daily average surplus of 40,000 freight cars, with 
no shortages, while in the week ended September 30, this year, 
he said the daily average surplus had been 8,000, but with a 
daily average shortage of 6,000 cars. 


The Office of Defense Transportation issued a statement 
made by Mr. Johnson, as director of the O. D. T., in which 
he said that the O. D. T. had recommended the issuance 
of service order No. 242 because present demands for box cars 
to move the bumper wheat crop in addition to heavy military 
freight had produced the “tightest box car situation” since the 
beginning of the war. O. D. T. officials, commenting on the 
order, said that its effect was to make it “too expensive to be 
profitable to hold a box car for storage beyond a reasonable 
time.” 

Order Amended 


As the result of requests of shippers that the order be 
amended to provide for reinstatement of the application of the 
average agreement to box cars, the Commission, division 3, 
agreed to amend service order 242 to provide for reinstatement 
of the application of the average agreement to box cars in- 
cluded in an average agreement. 

The Commission, October 13, issued its revised Service 
Order No. 242 covering the changes with respect to the average 
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agreement and rates of demurrage. The revised order provices 
that it shall apply to all box cars with the mechanical designa- 
tion preceded by X or V in the Official Railway Equipment 
Register. It also provides that $2.20 debit charges may be offset 
in accordance with published tariffs, but that the $5.50 a day, 
$11 a day, and $16.50 a day charges may not be offset or re- 
duced by credits earned on other closed box cars. 

The revised order also sets up the same scale of demur- 
rage charges for box cars not included in an average agree- 
ment as for those included. 


NORTHWEST SHIPPERS BOARD 


The Northwest Shippers Advisory Board will hold its fall 
meeting at Fargo, N. D., October 20. The morning session wil] 
be at the Elks Club, and the luncheon session will be at the 
Gardner Hotel. T. J. O’Shaugnessy, public relations officer for 
the Rock Island Lines, will speak on “Railroads in the Post- 
War Era” at the luncheon. 

J. George Mann, traffic manager, Northrup, King and Com- 
pany, and general chairman, will preside. P. F. Scheunemann, 
assistant general manager, Peavey Elevators, will report as 
chairman of the executive committee. S. M. Low, assistant 
general secretary, and western traffic manager for the Koppers 
Company, will summarize forecasts of carloadings for the 
quarter as made by the various commodity committees. L. W. 
Kube, vice-president and general manager, Fargo Union Stock 
Yards, will report as chairman of the livestock committee. 

R. E. Clark, manager, closed car section, car service divis- 
ion, Association of American Railroads, Washington, D. C., will 
speak on national transportation conditions and car supply. 

The following committee chairmen will report: 


Legislative, N: E. Williams, commerce counsel, Fargo Chamber of 
Commerce; car efficiency, central committee, O. W. Galloway, com- 
merce agent, Pillsbury Flour Mills, and Fargo committee, R. F. Gunkel- 
man, Grain and Seeds; complete car unloading, T. E. Hawk, traffic 
manager, Deere and Webster, Inc.; less carload transportation, T. J. 
Bustard, traffic representative, F. W. Woolworth Company; loss and 
damage prevention, E. G. McGovern, traffic manager, Gamble Skogmo, 
Inc.; railroad contact, W. M. Christel, superintendent of transportation, 
Soo Line; passenger transportation, T. A. Johnson, traffic manager, 
Van Dusen Harrington Company; motor transport, A. E. Carlson, traffic 
manager, Red Owl Stores. 


W. L. Harvey will report as district manager of the A. A. R. 
car service division, and the following state vice-chairmen will 
speak: For Minnesota, L. H. McDougall, vice-president, Cutler 
Manger Company, Duluth; Montana, C. A. Rahn, secretary, 
Midland Implement Company, Billings; North Dakota, Mr. 
Gunkelman; South Dakota, L. R. Girton, president, Girton 
Adams Ice and Fuel Company, Sioux Falls. 


St. Lawrence Seaway Opposed 


On a report of its legislative committee, presented by Fred- 
erick W. Burton, chairman, at the annual meeting of the At- 
lantic States Shippers’ Advisory Board in New York, last week 
(see Traffic World, Oct. 7, p. 919), a resolution was adopted 
reaffirming opposition to any congressional or executive action 
for the construction of the St. Lawrence seaway and power 
project. 

“The project contains,” it was said in the report, ‘“‘many 
inherent objectionable features which make it detrimental to 
the economic welfare of the nation. 

“Estimates of the cost range from $421,000,000 to amounts 
in excess of $1,000,000, the greater portion of which would be 
borne by the taxpayers of the United States. ... Adarge share 
of the money would be paid by the U. S. taxpayer for work in 
Canada and with Canadian labor. 

“The St. Lawrence River cannot be used more than seven 
months a year. This excess transportation facility, which in the 
long run can be valuable only for foreign trade and principally 
for the benefit of foreign ship operators, would undermine the 
financial stability of our domestic transportation system and its 
ability to provide adequate and efficient service for our people. 
The project presents no prospect of such a reduction in trans- 
portation costs as to produce new traffic, and, therefore, the 
traffic on the canalized St. Lawrence River must be that di- 
verted from domestic transportation facilities of the United 
States.” 


LIGHT TRUCK PRODUCTION PROGRAM 


The War Production Board has authorized seven manufac- 
turers to make approximately 20,000 light trucks in the first 
half of 1945 as follows: General Motors, Chevrolet Division, 
6,719; Chrysler Corporation, Dodge Division, 3,259; Ford Mo- 
tor Co., 6,287; International Harvester Co., 2,457; GMC Truck 
Division, 1,047; Willys-Overland Co., 112; and Diamond T Mo- 
tor Co., 99. 
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October 14, 1944 


Mid-West Shippers’ Board 


Current box car shortages and car detention were the prin- 
cipal subjects of talk at the fall meeting of the Mid-West Ship- 
pers Advisory Board at Chicago October 12. Considerable 
discussion developed concerning the Commission’s service order 
No. 242, issued earlier in the week, under which increased de- 
murrage rates become effective October 19 on box cars held, 
beyond the free time allowed in tariffs, for loading and unload- 
ing. Though the board did not go on record in the matter, none 
of its members or guest speakers spoke in favor of the order. 
Two members, Roy Craig, of Allied Mills, Inc., and C. W. 
Stadell, of the Illinois Coal Traffic Bureau, who had been 
scheduled to speak, were unable to be present because of their 
need to attend a meeting concerning the order called by Di- 
rector Johnson for the same day at Washington. 


A. H. Schwietert, traffic director, Chicago Association of 
Commerce, reporting as chairman of the car efficiency com- 
mittee, said that George Schafer, president of the National 
Association of Shippers Advisory Boards, had informed Director 
Johnson, before the order was issued, that he believed its issu- 
ance would not only fail to speed up loading and unloading of 
cars but would do much harm. Mr. Schwietert said he agreed 
with Mr. Shafer that the order would have an adverse effect 
on the cooperative work of shippers that had developed so 
successfully over the last three years. He said that, if the 
order were at all necessary, it should have provided for stiffer 
penalties, pointing out that it would not provide for important 
penalties until six days after cars were spotted for loading or 
unloading. He also attacked the order for its provision elimi- 
nating average agreements, under which shippers and con- 
signees who load or unload cars on the first day or the reg- 
ular two-days free period may obtain an extra day of free 
time on half as many other cars held beyond the free period. 
That provision, he said, would take away the incentive for 
first-day loading and unloading, and statistics on detention 
showed, he said, that more car days had been saved under the 
average agreements than probably could be saved on cars held 
longer than two days. He added that only 13 per cent of all 
cars were held beyond the free period. He said the order would 
not materially help in the car shortage problem, at best, be- 
cause the principal cause for car detention was lack of laborers. 
He suggested the possibility, however, that some shippers might 
have let up on their work in prompt loading and unloading in 
recent months because of the success of the armed forces in 
Europe. One factor relating to the matter, he said, was the 
failure of the railroads in recent months to report to his com- 
mittee cases of incomplete unloading of box cars. He said only 
fourteen such reports had been received in September, and 
that his committee and its sub-committees were consequently 


unable to contact companies responsible for incomplete unload- 
ing of cars. 


J. J. Mahoney, general superintendent of transportation, 
Santa Fe System, Chicago, reporting as chairman of the rail- 
road contact committee, said he would insist immediately to 
railroad officers in the area that they redouble their efforts to 
make such reports to Mr. Schwietert’s committee. He said 
there was a tight supply of gondola, hopper, flat, and certain 
other types of cars in the area, but that the box car shortage 
was most acute. He urged the shippers to utilize, wherever 
possible, refrigerator cars for west-bound shipments in order 
to have box cars for use elsewhere. He said about 50 per cent 
of box cars moving to the west coast returned empty. 


Burwell and Keiser on Light Loading 


T. C. Burwell, vice-president, A. E. Staley Manufacturing 
Company, Decatur, Ill., cited instances of circuitous routings 
and light loading of cars by government officials. He urged 
that the board take some action that might force such officers 
to discontinue such inefficient practices. 


Fred S. Keiser, associate director of the division of railway 
transport, Office of Defense Transportation, Chicago, answering 
Mr. Burwell, said he had checked into one or two such instances 
and found that, for instance, government officials had routed 
traffic via circuitous routes because of the practice of giving 
all railroads a share in traffic involved. He said he intended 
“to write Colonel Johnson for authority to ignore jackass rout- 
ing.” He urged those present to report to him, before shipments 
moved, when government officials specified light loadings or 
circuitous routes. In those cases, he said, he would either get 
the government officials to change those specifications or the 
0. D. T. would refuse to allow the shipment to move in such 
manner. He said many cases involving light loading of grain 
reflected shippers’ fears of overloading cars. He said his office 
had prepared a chart showing how high grain of various types 
Could be loaded in various types of cars and might “publish 
the chart in tariff form.” Speaking briefly on service order 
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No. 242, he said he considered the issuance of that order a 
mistake because of its cancellation of the average agreements. 
The order would have a bad effect on “this very happy, coop- 
erative plan” among shippers and carriers, he said. 


Betts on Car Shortage 


L. M. Betts, manager, railroad relations section, Associa- 
tion of American Railroads, Washington, said that issuance of 
service order No. 242 was contrary to recommendations of the 
A. A. R.; the increase in detention time, general throughout 
the nation, was caused by labor shortages; the railroads, in 
cooperation with O. D. T., were making a national survey to 
determine how the railroads might themselves eliminate deten- 
tion at various points and in various ways. He said the present 
box car shortage was the worst.in many years; there simply 
were not enough box cars available to handle increased traffic; 
the shortage would be at its worst before the end of the month, 
and it would not continue indefinitely or grow much worse. 
There were at present 10,000 fewer serviceable box cars than 
there were a year ago, he said, adding that the railroads had 
not ordered as many box cars as they could have ordered, and 
had given preference to open-top equipment to meet known 
demands. He said the number of box cars ‘on line’ was now 
about as satisfactory as at any time in the past; about 15,000 
box cars were on the west coast, off line, but, despite the man- 
power shortage in that area, the railroads were returning be- 
tween 5,000 and 6,000 cars daily. He said that in the first six 
months of this year, freight cars in the nation had moved an 
average of 49.7 miles a day, the highest average on record and 
about 2 miles greater than for the same period last year. In 
the first six months, he said, average loadings a car dropped 
1.07 tons compared with the same period last year, principally 
because of changes in traffic—heavy construction materials hav- 


ing accounted in 1943 for a higher percentage of all traffic than 
they had in 1944. 


Williamson on Car Detention 


Brig. Gen. W. J. Williamson, chief, traffic control division, 
U. S. Army Service Forces, Washington, spoke on car detention, 
urging those present not to relax their efforts under the im- 
pression that the end of warfare in Europe would lessen the 
transport problems of the nation. After the defeat of Germany, 
he said, as great or even greater volumes of traffic would be 
handled by the railroads, over greater distances, while the war 
against Japan continued. He said his office had set up a de- 
tailed plan, to go in effect immediately at the end of the war 
in Europe, under which all movements of war material to the 
eastern seaboard would be stopped en route, and the office 
would at once redirect the traffic so as to ship the material to 
military storage depots. He said the headquarters for officers 
acting under the plan were already set up at Washington. He 
said that, under the plan, the office would, within “a few min- 
utes” from the time it received word from a railroad concern- 
ing cars stopped en route, ascertain where to redirect the 
individual cars and would give those directions to the railroad 
within 24 hours. He admitted that some army officers had 
instructed shippers to load cars light or to ship via circuitous 
routes, but denied that many instances of circuity and light 
loading had been caused by them. He listed a number of army 
installations at which cars had been loaded or unloaded within 


24 hours, as an average, from the time the cars had been placed 
at the installations. 


J. J. Hayden, district manager at Chicago for the A. A. R. 


car service division, reported concerning cars on order in the 
area, on shortages of various types of cars, and the like. 


Irving M. Peters, traffic manager, Corn Products Refining 
Company, Chicago, and general chairman, presided at the 
meeting. Clayton F. Devine, traffic director, Silica Sand Traffic 
Association of Illinois, Chicago, reported for the executive 
committee. Albert McGinness, traffic manager, Servel, Inc., 
Evansville, Ind., reported as chairman of the loss and damage 
prevention committee. 


Loss and Damage Meeting 


The loss and damage prevention committee held a meeting 
October 11. At the suggestion of E. F. Stecher, general traffic 
manager, Stewart-Warner Corporation, Chicago, it agreed with 
officials of railroad freight claim departments, who were 
present, to set up joint sub-committees in various cities in the 
area, to be composed of shippers, receivers, and railroad freight 
claim agents. Such committees, it was agreed, could contact 
various small companies that had no traffic departments and 
give information to them concerning how to pack, label, and 
ship material in a safe manner. Mr. Shafer, attending as a 
guest, said the subject was docketed for consideration by di- 
rectors of the national association at its meeting next week 
and he urged that the group set up the committees on a year- 
around basis as suggested by Mr. Stecher. Mr. Shafer said the 
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time had probably come when the boards should set up various 
committees of the kind to work throughout the year. 

The following spoke at the meeting: D. L. Quinn, Don L. 
Quinn Company, Chicago, on “Containers of All Types”; G. A. 
Schmus, traffic manager, Harnischfeger Corporation, Milwau- 
kee, on “Loading of Machinery’; Carl Kuhn, Joseph T. Ryerson 
and Son, Inc., Chicago, on labeling of less carload steel ship- 
ments. A. L. Green, special representative, A. A. R. car service 
division, urged those present to develop some plan by which 
such consignees as department stores could report on a regular 


basis to railroads and shippers on causes and types of loss and 
damage to shipments. 


ADVISORY BOARDS’ RADIO BROADCASTS 


Three radio programs will be broadcast by Chicago stations 
next week in connection with the annual meeting of the National 
Association of Shippers Advisory Boards to be held at Chicago 
October 17 and 18. 

The first, “The Transportation Job Ahead,” will be broad- 
cast by transcription by Station WAIT October 15. Speakers 
will include: Clare J. Goodyear, Philadelphia, secretary of the 
association; Robert S. Henry, assistant to the president, Asso- 
ciation of American Railroads, Washington, D. C., and Warren 
C. Kendall, chairman of the A. A. R. car service division, 
Washington. 

The second broadcast will be presented October 17 by Sta- 
tion WLS. The following will speak on ‘The Road to Victory”: 
Rear Admiral Everett G. Morsell, Chicago, district supply offi- 
cer, ninth naval district, U. S. Navy; General A. F. McIntyre, 
Washington, D. C., chief of the rail division, U. S. Army Trans- 
portation Corps, and George H. Shafer, St. Paul, Minn., presi- 
dent of the N. A. S. A. B. 

The third broadcast, ‘‘The Railroads Look Ahead,” will be 
presented by Station WAAF October 18. Speakers will include: 
Col. E. C. R. Lasher, deputy chief, traffic control division, U. S. 
Army Transportation Corps, and J. Carter Fort, general counsel 
for the A. A. R., both of Washington, and William H. Day, Bos- 
ton, vice-president of the N. A. S. A. B. The three programs 
will be conducted by Albert R. Beatty, Washington, manager, 
public relations department, A. A. R. 

Mr. Beatty has announced that Mr. Kendall will speak on 
the national transportation situation at the advisory boards’ 
meeting, October 18, in substitution for C. H. Buford, vice- 
president of the A. A. R., who will be unable to attend. 


Freight Rates and the South 


After having quoted statistics showing substantial industrial 
development in the southern states of Alabama, Florida, 
Georgia, Kentucky, Louisiana, Mississippi, North Carolina, South 
Carolina, Tennessee and Virginia, Ernest E. Norris, president of 
the Southern Railway System, told the Kiwanis Club of Bir- 
mingham, Ala., October 10, that much of the good the Southern 
was trying to do in furthering that development “is being neu- 
tralized by the continuous publicity sponsored by those who 
have made a political football out of one of the south’s greatest 
industrial assets its present pattern of railroad freight rates.” 

“And I ask you: does this make sense?” he continued, “I 
make no claim to expertness in the complex field of freight 
rates. But I do know that these rates have always been made 
to help, not to hinder, southern industry; to help it to gather 
its raw materials economically; to help it to reach its primary 
market (the south) to advantage; to help it to sell its products 
in the great consuming centers of the north and central west; 
and to protect it from cut-throat competition in its own back- 
yard. This has not been done as a gesture of generosity. It is 
frankly nothing more than the product of old-fashioned common 
sense; of sound business judgment. It is simply recognition of 
the inescapable fact that a railroad can prosper only as the 
section it serves prospers.” 

Continuing, Mr. Norris, in part, said: 


But even if all the charges of discrimination were true, the situation 
wherein the south is publicized by one group of southerners as the ideal 
section of the country for industry and by another group of southern 
politicians as the emaciated victim of ‘‘freight rate discrimination’’ is 
still a worthy subject for a Ripley Believe-It-or-Not cartoon. It is in- 
comprehensible to me for four reasons: 

First, if there are discriminations in the freight rate structure, the 
governmental machinery to correct them has always been, and always 
will be available—and the vocal proponents of freight rate ‘‘equality’’ 
know this. 

Second, the shippers of the south; the interests which actually pay 
the freight bills, are not behind this agitation. Instead they are over- 
whelmingly opposed to legislative rate-making and political tinkering 
with the rate structure. 

Third, the whole agitation about freight rates is based on the 
absurd assumption that the railroads have tried to kill the goose that 
lays its golden eggs. 
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And fourth, the few who are most vociferous in their criticism of 
the present freight rate structure are the very persons who should have 
the real interests of the south always in mind; the very persons who 
are best fitted by training and experience to appreciate what harmfy] 
publicity for the south means; the very persons who stand to profit 
most from the quiet, orderly settlement of any differences of opinion 
that may exist. I refer to the small group of southern politicians who 
persist in keeping this agitation alive in the public press, in the coun- 
cils of state governments, and in the halls of Congress. 

All this, when, of all times, the south should be wholly united in a 
great drive to cash in on its matchless resources and opportunities! 

There must be a better way to solve this freight rate question. 
There must be a better way than this to publicize the limitless oppor- 
tunities of the post-war southland. Surely there is a better way to 
encourage industrial expansion than to advertise disunity and predict 
disaster. And there is a better way! 

Everyone earnestly wants the same thing—the continued industrial 
growth of the south. The business and professional men of the south 
want it. The railroads want it. The people of the south want it. And 
I know that every man elected to public office in the south sincerely 
wants it, too. 

Then why can’t the shippers and receivers who pay the freight bills, 
the railroads which are being branded as enemies of the south, and 
those in public office who are keeping this agitation alive, get together 
and agree to take this technical squabble out of politics, out of the 
press, and relegate it for solution to the rate experts who understand 
what it’s all about and to the government’s Interstate Commerce Com- 
mission whose 50-year record as a fair and impartial court insures 
justice to all? 


NEW ENGLAND BOARD ON ANTI-TRUST 


The New England Shippers’ Advisory Board has adopted 
a resolution favoring passage of H. R. 2720, the Bulwinkle bill, 
which would provide for amendment of the interstate com- 
merce act in order to permit carriers to cooperate in rate- 
making activities through rate bureaus, tariff publishing agen- 
cies, and the like, under rules and regulations of the Commis- 
sion, and providing that such action shall not be subject to the 
Sherman anti-trust act. The resolution provides that officers 
of the board may appear at Congressional hearings on the bill 
and take such other action as, in their opinion, will enhance 
the possibility of its passage. 


JAMES ON TRANSPORT AGENCY CONTROL 


Russell B. James, vice-president, Burlington Transportation 
Company, Chicago, spoke on “The Control or Operation of One 
Form of Transportation by Another” at a monthly luncheon 
meeting of the Chicago regional chapter of the Association of 
Interstate Commerce Commission Practitioners October 6. 


He discussed court decisions as to provisions relating to 
control of steamship lines by railroads contained in the Panama 
canal act of 1912; to control of barge lines by railroads con- 
tained in the federal barge act of 1924; to control of motor 
carriers and of railroads by other types of carriers contained in 
the interstate commerce act of 1920 and the motor carrier act 
of 1935, and to control of airlines by surface carriers as con- 
tained in the civil aeronautics act of 1938. He said that those 
were apparaently the only bills relating to the subject, and that 
nothing in them seemed to limit, even in a qualifying way, 
motor carriers, water carriers, and pipe line companies from 
controlling any other forms of transport agencies. Except for 
special cases, he said, nothing in those acts proscribed railroads 
from controlling other types of transport agencies. He said 
there did not exist any long-time national transport policy, 
expressed or implied in legislative debate or action, under which 
one type of carrier should not enter other transport fields. He 
added that some members of Congress and others had asserted 
that such a policy existed and he expressed hope that the 
chapter would at a later date present that viewpoint through 
another speaker. He admitted that the Commission had been 
inconsistent in some of its reports and orders, but that, gener- 
ally, it had approved railroad control of motor carriers, bus 
lines, and water lines. 


N. Y. SHIPPERS CONFERENCE 


The Shippers’ Conference of Greater New York, October 
11, adopted a resolution approving the adoption of the So 
called unit bill of lading, contained in Supplement 18 to the 
Consolidated Freight Classification. A special committee, in 4 
report on the matter, said that the Association of American 
Railroads had urged shippers to adopt the unit bill of lading, 
and that use of the unit bill was not yet mandatory. The com- 
mittee recommended that the new form be adopted, if at all 
feasible, and that, if individual shippers wished to use thell 
own bills of lading, they should confer with railroad represen- 
tatives in an effort to reach a eompromise as to the bill of 
lading to be used. The report and its recommendations were 
approved. 
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October 14, 1944 


Grain Car Order 


The Commission, division 3, has issued service order No. 
944, effective October 11, saying that the demand for cars for 
grain loading at stations in Minnesota, Montana, North Dakota, 
South Dakota, and Wisconsin, was placing an inordinate burden 
on the car supply and that the need for an equitable distribu- 
tion of such cars to obtain a fair supply between all shippers 
was of vital importance. The order set up a method of pro rata 
distribution of grain cars to all shippers in those states, and 
gave a preference of one car to any blocked elevator, which was 
defined as one containing grain to at least 75 per cent of rated 
capacity. Such elevators were required by the order to notify 
the carrier’s agent in writing to that effect and that oppor- 
tunity for verification be given other consignors or shippers. 
The order prohibited the railroads from furnishing cars for 
grain loading unless the consignor or shipper had advised the 
carrier’s agent, the preceding Saturday, of the total quantity of 
grain on hand to be tendered for rail shipment, and set forth 
the information to be furnished in the written order required 
for cars wanted. The order also required prompt loading of 
cars furnished. It was made to apply to intrastate as well as 
interstate traffic. 


The pertinent sections of the order follow: 


(a) Definitions. (i) The term ‘‘prompt loading,’’ as used in these 
rules, is intended to mean that a car placed for loading not later than 
12:00 noon must be loaded and billing instructions tendered on or before 
10:00 a. m. the following business day, failing which, such car will be 
charged against the consignor’s or shipper’s allotment as an additional 
empty for each succeeding day held for loading, or for billing instruc- 
tions. 

(ii) The term ‘‘blocked elevator,’’ as used in these rules, shall be 
held to mean an elevator containing grain to at least 75 per cent of its 
rated capacity and that the carrier’s agent has been notified to this 
effect in writing and other consignors or shippers have been given an 
opportunity for verification. The term ‘‘rated capacity’’ shall be held 
to mean the capacity filed with state authorities as basis for license. 

(b) Cars not to be furnished or supplied for grain loading. No 
common carrier by railroad subject to the interstate commerce act shall 
supply or furnish any car to any consignor or shipper of grain for 
loading and transportation unless such consignor or shipper has first: 

(i) Advised the carrier’s agent, the preceding Saturday, of the total 


quantity of grain on hand to be tendered for rail shipment the ensuing 
week, and , 















































(ii) Made a written order on the carrier’s agent (see note below) 
for cars wanted for grain loading. showing the (a) date of order, (b) 
number of cars wanted, (c) whether car is for bulk or sacked grain, 
(d) destinations, (e) date wanted to load, (f) quantity of each kind of 
grain on hand and conveniently located for prompt loading tendered 
for rail shipment, and (g) name of shipper. 


Note: Orders from shippers served by more than one railroad shall 
be placed jointly when cars are required from more than one carrier. 
Copies of all orders, whether single or joint, shall be sent as informa- 
tion to each of the other roads serving the industry. Such combined 
orders shall not exceed the total grain conveniently located for prompt 
loading tendered for shipment. 


(c) Distribution. After a consignor or shipper has complied with 
paragraph (b) hereof, each common carrier by railroad subject to the 
interstate commerce act-shall supply a car or cars to such consignor 
or shipper but such carrier or carriers shall distribute its cars available 
or grain loading in accordance with: the following rules: 

(i) The ratio of the quantity of grain reported in accordance with 
paragraph (b) (i) hereof by each consignor or shipper to the total 
quantity of grain reported by all consignors or shippers shall be the 
percentage basis for the distribution of available cars at each station 
during the ensuing week for grain loading. 

(ii) When a consignor’s or shipper’s pro-rata share of the available 
car supply is a fraction of a car, the fraction will be carried to the con- 
signor’s or shipper’s credit, and the consignor or shipper will be entitled 
to car supply on the basis of the aggregating of such fractional credits. 

(iii) Cars shall not be furnished in excess of a consignor’s or ship- 
per’s ability to load and ship promptly. 

(iv) In case one or more elevators at a station are blocked, the 
available cars shall be distributed as follows: the first car to first eleva- 
tor blocked and thereafter during such time as elevators remain blocked 




















































Grain and Live 
grain-prod. stock Coal 

{ 1944 45,550 23,645 171,814 
Me ON SAREE 2.5 4. con nites 50 uis noe {1943 59,523 22,069 179,294 

| 1942 51,073 22,508 167,158 
Preceding week September 30..... 1944 50,025 22,832 180,170 
Per cent increase over............ 1943 7.1 
Per cent decrease under.......... 1943 23.5 4.2 
Per cent increase Over.........+.- 1942 5.1 2.8 
Per cent decrease under.......... 1942 10.8 

{1944 1,976,980 642,574 7,141,023 
Cumulative 41 weeks to Oct. 7.. 41943 2,053,773 598,235 6,729,775 

(1942 1,686,842 530,099 6,597,951 
Per cent increase over............ 1943 7.4 6.1 
Per cont decrease under..........1943 3.7 
Per cent increase over............ 1942 17.2 21.2 8.2 
Per cent decrease under.......... 1942 
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" Per cent to 15 year average, 106.9. 
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cars shall be distributed consecutively to blocked elevators in the order 
in. which they became blocked until the blocked condition in all eleva- 
tors is relieved. After each blocked elevator has been furnished one 
car, any cars remaining will be furnished all shippers at such station 
in accordance with the provisions of paragraph (c) hereof. 

(d). Application. (i) The provisions of this order shall apply to 
intrastate as well as interstate commerce. 


(ii) This order shall apply only at points located in the states of 
Minnesota, Montana, North Dakota, South Dakota, or Wisconsin. (40 
Stat. 101, Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901; 49 U. S. C. 
1 (10)-(17)). 


NON-TRANSIT GRAIN ORDER 


The Commission, division 3, has issued service order No. 
222, sup. 5, effective October 30, closing nearly 550 additional 
routes maintained in tariffs on non-transit carload shipments 
of grain, grain products and related articies, and, also, seeds, 
“because of the time consumed in transporting this traffic over 
such routes as compared with more direct routes” (see Traffic 
World, Sept. 30, p. 848). 

The supplemental order contained the statement that it 
was issued on recommendation of the O. D. T.-I. C. C. grain 
and grain products transportation conservation committee to 
the Office of Defense Transportation for the closing of the 
routes designated in an appendix to the order. It required each 
railroad or its agent, five days before the effective date of the 
order, to publish, file and post a supplement to each of its 
tariffs affected by the supplemental order, announcing the pro- 
hibition on routing set forth in the order. ‘ 

Service Order No. 222-Sup. 5 listed routes described in 
item 435 and in other items on pages 276 to 362 inclusive of 
Agent L. E. Kipp’s tariff I. C. C. No. A-3455 and Agent R. G. 
Raasch’s tariff I. C. C. No. 544, supplements thereto and re- 
issues thereof. 


GRAIN SERVICE ORDERS 


By amendment No. 23 to service order No. 80, which set 
up grain market areas and appointed agents to control the 
movement of grain into those areas, the Commission, division 3, 
included Noblesville, Ind., in the Indianapolis, Ind., market 
area. The amendment was made effective October 11. 

By amendment No. 24 to service order No. 80, the Com- 
mission, division 3, has designated James G. McKillen, of James 
G. McKillen, Inc., as agent of the Commission to issue permits 
for the movement ‘of grain under the terms of the service order 
at the Buffalo, N. Y., market, in lieu of E. B. Black. The latter’s 
appointment was vacated by the amendment, which was made 
effective October 16. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement M-500, prepared by 
its Bureau of Transport Economics and Statistics, of freicht 
commodity statistics of Class I steam railways for April, 1944, 
showing freight traffic originated, freight traffic terminated, 
total freight traffic carried, and freight revenue, by classes of 
commodities and regions. 

The compilation showed. as to both carload and less-car- 
load traffic, a total of 117,028,847 tons of revenue freight orig- 
inated, 106,432,879 tons terminated, total freight traffic (includ- 


Revenue Freight Loading 


Revenue freight loading the week ended October 7 totaled 
877,942 cars, according to the Association of American Railroads. 
This was 35,057 cars or 3.8 per cent below the preceding week, 
28,415 cars or 3.1 per cent below the corresponding week of 
1943, and 31;308 cars or 3.4 per cent below the corresponding 
week of 1942. 


Forest Mase. 
Coke Products Ore L.C. L. Miscellaneous Total 

13,813 42,529 71,100 108,311 401,180 877,942 
14,712 45,453 81,099 102,860 401,347 906,357 
14,456 49,474 78,856 92,776 432,949 909,250 
14,203 44,850 73,421 109,797 417,701 912,999 

5.3 
6.1 6.4 12:3 .04 3.1 

16.7 
4.4 14.0 9.8 73 3.4 
601,038 1,826,964 2,225,882 4,261,153 15,623,261 34,298,875 
589,433 1,748,242 2,290,518 3,942,824 15,372,595 33,325,395 
574,348 1,993,863 2,503,681 4,613,519 15,556,057 34,056,360 
2.0 4.5 8.1 1.6 2.9 

2.8 

4.6 4 7 

8.4 11.1 7.6 
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ing duplications) of 238,247,432 tons, and freight revenues 
amounting to $580,441,105. 

Carload traffic accounted for 2,866,782 carloads, or 115,- 
344,712 tons of revenue freight originated, 2,691,600 carloads, 
or 104,781,177 tons of revenue freight terminated, total freight 
traffic (including duplications) of 6,198,035 carloads, or 234,- 
837,440 tons, and freight revenues amounting to $549,222,965. 

As to forwarder traffic, included in the carload manufac- 
tures and miscellaneous, n. o. s. item, the compilation showed 
a total of 15,762 carloads, or 301,388 tons of revenue freight 
originated, 17,250 carloads, or 324,836 tons of revenue freight 
terminated, total freight traffic (including duplications) of 
34,047 carloads, or 653,856 tons, and freight revenues amount- 
ing to $6,037,586. 


FREIGHT CAR REPORT 

U. S. railroads reported a daily average surplus of 8,555 
freight cars, and daily average shortage of 5,521 freight cars, 
for the week ended October 7, according to the car service 
division of the Association of American Railroads. 

The surplus was made up as follows: 

Plain box, 2,309; auto box, 43; flat, 85; gondola, 2,164; 
hopper, 575; and miscellaneous, 3,379. 

The shortage was made up as follows: 

Plain box, 4,781; auto box, 143; flat, 301; gondola, 286; 
and hopper, 10. 


LAKE COAL SHIPMENTS 


Forwardings of coal to Great Lakes docks in the 1944 
navigation season through October 1 continued to lag slightly 
behind scheduled requirements, Deputy Solid Fuels Administra- 
tor C. J. Potter announced October 11. About 23 per cent of 
requirements remained to be moved with 21 per cent of the 
lake operating season left, said he, adding: 


The estimated requirements for the coal year total 62,347,927 tons. 
Approximately 47,504,219 tons were moved through October 1, leaving 
14,843,708 tons yet to move. 

Bituminous cargo coal forwardings from lower Lake Erie ports 
through October 1 totaled 41,416,153 tons, as compared with 33,634,563 
tons for the same period in 1943. The 1943 season had a late start due 
to weather conditions, and mine output was low because of recurring 
strikes. Coal moved on Lake Erie during the week ending October 1 
was 1,572,141 tons. This was 114,000 tons less than for the week ending 
September 24, and 82,329 less than for the week ending October 1, 1943. 

Bituminous cargo movements from Lake Ontario ports for the week 
ending October 2 amounted to 86,938 tons, which was 25,039 tons less 
than for the comparable week in 1943, but was 23,000 tons more than 
for the preceding week of the current season. The cumulative total 
for the present navigation season from Lake Ontario ports was 2,580,772 
tons, which is about 620,000 tons less than the cumulative total for the 
same period of 1943. 

From the lower Lake Michigan ports, 22,904 tons moved by vessel 
during the week ending October 2. This was 8,400 tons less than for 
the week ending September 25 of this year. However, the cumulative 
total of 1,543,024 tons was ahead of the comparable total of 1943 by 
785,120 tons. 


FLOOD REROUTING ORDER VACATED 


By issuance of service order No. 84-A, effective October 
23, the Commission, division 3, has ordered vacated service 
order No. 84, ‘issued August 27, 1942, to require the Couders- 
port & Alleghany Railroad to reroute, because of flood condi- 
tions, traffic to and from points on its line via the Baltimore & 
Ohio through Newfield Junction instead of via Port Alleghany 
and the Pennsylvania Railroad. It was understood that restora- 
tion of service on the flood-damaged line had been delayed by 
labor difficulties. The Commission, in service order 84-A, said 
that there was “good cause appearing” for vacating the orig- 
inal order. 


REFRIGERATOR CAR PEDDLING 


Revised service order No. 153, effective at 12:01 a. m. 
October 7, prohibiting car peddling of wine or juice grapes from 
any railroad freight car or cars, superseding service order No. 
153 by which such peddling from any refrigerator car or cars 
was prohibited (see Traffic World, Sept. 18, 1943, p. 660), 
has been issued by the Commission, division 3. The original 
service order was issued September 15, 1943, and provisions of 
that order were retained in the revised service order, with the 
excption that the revised order was made applicable to car 
peddling of wine or juice grapes from any type of freight car, 
while the original order affected such peddling only from 
refrigerator cars. 

“Car peddling” is defined in the revised order as “the un- 
loading or removal from a railroad freight car of a lot or 
quantity of less than 100 containers of wine or juice grapes 
for transfer of either possession or title to either a wholesaler, 
retailer, or consumer.” The order provides that “no common 
carrier by railroad subject to the interstate commerce act shall 
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allow or permit car peddling from any railroad freight cay or 
cars.” Its provisions are made applicable to intrastate as v el] 
as interstate traffic. 

Prefacing the material part of the revised order was ‘he 
Commission’s statement that it appeared that the holding of 
railroad freight cars for peddling of wine or juice grapes ‘vas 
resulting in detention and was delaying unduly the use of 
such cars. 


REICING POTATO ORDER 


General permit No. 17 under service order No. 200, ‘he 
order restricting icing of potatoes in refrigerator cars, has been 
issued by Director Clinger of the Commission’s Bureau of 
Service. The general permit, made effective as of 6 p. m. 
October 4, granted permission to railroads subject to the act 
to reice once in transit refrigerator cars loaded with potatoes 
originating in Idaho groups B or C or in Oregon group B (as 
defined in items 1013 and 1043 respectively, of National Perish- 
able Freight Committee’s perishable protective tariff No. 13, 
Agent J. J. Quinn’s I. C. C. No. 22) when destined east of the 
Mississippi River. The general permit provided, further, that 
the reicing permitted by it, when ordered on the Union Pacific, 
might be accorded only at Council Bluffs, Ia., or Kansas City, 
Kan.; or at Denver, Colo., on cars delivered to its connections 
at the latter point for movement beyond. 


TANK CAR SERVICE ORDER 


Effective October 16, the Commission, division 3, has issued 
service order No. 243, prohibiting railroads from light-weighing 
a tank car or tank cars on any railroad track scales, except 
that any tank car that did not have stenciled thereon a legible 
tare weight might be light-weighed. The order suspended the 
operation of all tariff rules or regulations in conflict with its 
provisions, and required the railroads to announce suspension 
of such rules or regulations. The order was made to apply to 
intrastate as well as interstate commerce, and was made sub- 
ject to special or general’ permits issued by the director of the 
Commission’s Bureau of Service, Washington, D. C. 

The order said that the light-weighing of tank cars was im- 
peding the use, control, supply, movement, and distribution of 
such cars, and that an emergency existed requiring immediate 
action to avoid a shortage of equipment and congestion of 
traffic. 


Petroleum Transportation 


Jesse Jones, Secretary of Commerce, has announced that, 
due to the increased demand for petroleum products for mili- 
tary operations in the Pacific war theatre, and pursuant to the 
recommendation of the Petroleum Administrator for War and 
the Secretary of War and the Secretary of the Navy, Defense 
Supplies Corporation will pay “the extraordinary cost of mov- 
ing by tank car approximately 20,000 barrels of crude oil per 
day from West Texas to Los Angeles, California refining area.” 

“This action is made necessary because crude oil is not 
available on the west coast in sufficient quantities to meet the 
increased miltiary requirements,” said he. 

Tank car shipments of crude oil and petroleum products 
into the Atlantic seaboard the week ended September 30 aver- 
aged 535,907 barrels daily, compared with 531,079 barrels daily 
in the preceding week,: according to reports received by the 
Petroleum Administrator for War. 

The “Big Inch” (24 inch) pipeline pumped an everage of 
324,596 barrels of crude oil daily for the week ended September 
30, compared with an average of 323,006 barrels daily for the 
previous week. 

The “Little Big Inch” (20 inch) pipeline pumped an aver- 
age of 192,873 barrels of petroleum products daily for the week 
ended September 30, compared with 204,190 barrels daily for 
the previous week. 


EXPORT FREIGHT 


Cars of export freight, excluding coal and grain, handled 
through United States ports totaled 166,360 in the month of 
September compared with 134,217 cars in September, 1943, or 
an increase of 24 per cent, the Manager of Port Traffic of the 
Association of American Railroads announced, adding: 


Export grain unloaded at the ports totaled 3,151, compared with 
2,842 in September, 1943, or an increase of 11 per cent. 

The railroads handled 248 carloads of coastal freight in September, 
1944, compared with 714 in the same month in 1943, or a decrease of 
65 per cent. 

The total of 169,759 cars of export and coastal freight, excluding 
coal handled through the ports represented an average daily unloacing 
of 5,659 cars, the highest on record. This also is the seventh consecuiive 
month that the average daily unloading has exceeded 5,000 cars. 
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October 14, 1944 


Transport Statistics Comment 


‘Notwithstanding a marked increase in the average haul 
of freight and the growth of government traffic subject to land 







revenue, the average revenue per ton-mile received by Class I 
railways was only about one per cent less for the first six 
months of 1944 than for the first half of 1940,” said the Com- 
mission’s Bureau of Transport Economics and Statistics in its 
“Monthly Comment on Transportation Statistics,” issued Octo- 
per 7 with the explanation that it had not been considered or 
adopted by the Commission. 

The bureau said that in the eastern district the average 
revenue by the ton-mile was 4.1 per cent less than in 1940. It 
observed that a rate increase was in effect during parts of 1942 
and 1943, but that this did not affect the 1940/1944 compar- 
isons. 

The comment contained estimates of $1,063,000,000 and 
$1,152,000,000 for net railway operating income for the calen- 
dar year 1944, depending on computations used. 

The bureau said if the net were $1,152,000,000, the net in- 
come after charges would be about $700,000,000. 

A tabulation made from annual reports to the Commission 
showed that Class I line-haul railways in 1943 accrued $1,842,- 
946,719 as railway taxes, of which $1,578,521,125 was payable 
to the federal government and $263,725,594 to the states and the 
District of Columbia, said the bureau. 

The bureau noted that the volume of carloadings of carload 
freight was running at nearly the same level as a year ago 
and remarked that this was of especial interest in view of the 
downward course since last November in the Federal Reserve 
Board’s index of industrial production. Continuing on that sub- 
ject, the bureau said: 





































For October and November, 1943, that index (on 1935-39 base) was 
247 and declined to 233 (preliminary) for July, 1944. The actual number 
of carloadings of carload freight rose from 723,000 for November, 1943, 
to 766,000 for July, 1944 (unadjusted for season). Among the possible 
reasons for the different tendencies, up or down, of the F. R. B. index 
for industrial production and the number of carloadings are the follow- 
ing: (1) The number of carloadings is a strictly physical fact, while 
relative values and manhours enter to some extent into the weighting 
of the index of industrial production; (2) carloadings include and the 
F, R. B. index of industrial production excludes products of farm and 
ranch; (3) the F. R. B. index of industrial production is affected by 
fluctuations in the production of ‘‘producers’ equipment and munitions’”’ 
(as measured by the board) to a greater extent than the carloadings are 
affected; (4) adjustment for season is difficult in war-time; and (5) the 
amount of freight in a carload had an upward trend in the 1940-1943 
period. The annual figures for 1940 and 1943, for various series are of 


interest in this connection. These are unaffected by seasonal variation 
during the year. 



















Calendar Year Per Cent 
1940 1943 Increase 
Carloads of carload freight originated by Class 
B POUWOWE (BAITIORE):. ..0.0:0.0:6.00:4.0-0-0:4.0:03 504,000 26.41 35.66 35.0 
Tons of carload freight originated by Class I 
DUES, MMTIIMOMUED 6.55 5-506 0.0:0:6:01004:0.4.60:4:4 0.08 30 994.7 1462.3 47.0 
Freight-ton-miles of Class I railways (billions) 373 727 94.8 
Federal Reserve Board’s index of industrial 
SEINE ie cota Sie ost ds Gio 6 wera ales alata ma teee 125 239* 91.2 





— 





*Preliminary. 





That the per cent of increase for ton-miles is close to the per cent 
of increase in the F. R. B. index of industrial production while the per 
cent of increase for tons is far from it reflects the fact that the length 
of hau! greatly increased in the 1940-1943 period. If one selects a period 
In which the average haul declined, as for example, 1932 to 1936, the 
ber cent of increase for tons originated (49.0) is above the per cent for 
ton-miles (45.0) and both are far from the per cent of increase in 
F, R. B.’s index of industrial production (77.6). Also, if the ton-miles 
for water, highway, and pipe-lines are included in the computation, the 
per cent of increase for ton-miles, 1940-1943, would be much less than 
that for the F. R. B.’s index and for Class I railway ton-miles. 


















A compilation was made by the Bureau of Transport Eco- 
nomics and Statistics of the Commission showing for Class I 
steam railways, by geographical regions, the average amount 
of operating revenue “per employe (based on total operating 
revenues and the mid-month count of employes) and the aver- 
age revenue per dollar of wages for the month of July, 1940, 
and 1944.” For July, 1940, the highest revenue “per employe 
and per dollar of wages is found in the Pocahontas region,” 
Said tiie bureau, while in 1944 it said the revenue “per employe 
Was higher in the central western region.” 


Oerating revenue “per employe” by regions for July, 1940, 
and 1944, respectively, was reported as follows: 


Now England, $284 and $476, increase 67.6 per cent; Great 
Lakes, $338 and $523, increase 54.7 per cent; Central Eastern, 
$370 end $531, increase 43.5 per cent; Pocahontas, $483 and 
$629, ‘crease 30.2 per cent; Southern, $292 and $536, increase 
36 pr cent; Northwestern, $352 and $529, increase, 50.3 per 
cent; Central Western, $367 and $639, increase 74.1 per cent; 
























grant deductions, both of which tend to depress the ton-mile ° 
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and Southwestern, $322 and $610, increase 89.4 per cent; total 
$348 and $561, increase 61.2 per cent. 

Operating revenue “per dollar of wages” by regions for 
July, 1940, and 1944, respectively, was reported as follows: 

New England, $1.83 and $2.06, increase 12.5 per cent; Great 
Lakes, $2.09 and $2.31, increase 10.5 per cent; Central Eastern, 
$2.26 and $2.37, increase 4.9 per cent; Pocahontas, $3 and $2.84, 
decrease 5.3 per cent; Southern, $1.96 and $2.60, increase 32.7 
per cent; Northwestern, $2.20 and $2.33, increase 5.9 per cent; 
Central Western, $2.24 and $2.65. increase 18.3 per cent, and 
Southwestern, $2.09 and $2.81, increase 34.4 per cent; total, 
$2.18 and $2.49, increase 14.2 per cent. 

Discussing the foregoing statistics the bureau said: 


The effect of war-time operations on the revenues of the carriers 
is apparent in the above figures. It will be noted that in each region 
the percentage increase in the average revenue per employe in_ 1944 
as compared with that in 1940 has been large, ranging from 30.2 per 
cent insthe Pocahontas region to 89.4 per cent in the Southwestern re- 
gion. Because of wage adjustments and large payments for overtime 
in the war period the average revenue per dollar of wages in the vari- 
ous regions shows a much smaller increase than the average revenue 
per employe. Such increases were substantial, however, in the South- 
western and Southern regions, being 34.4 and 32.7 per cent, respectively. 
In the Central Eastern and Northwestern regions the increases in the 
average revenue per dollar of wages were comparatively small while 
the Pocahontas region shows a decrease of 5.3 per cent. But even after 
the decrease the Pocahontas regional average exceeds that of every 
other region. 

According to preliminary returns the number of employes of Class I 
steam railways as of the middle of August, 1944, was 1,448,548 which is 
5.03 per cent above the August, 1943, total and 0.41 per cent above that 
of July, 1944. Railway employment in August reached the highest point 
in the war period to date. 

The number of females employed by Class I railways in July, 1944, 
was 116,425, which was 8.07 per cent of the total employment. The 
corresponding percentage for July, 1943, was 6.87 per cent. At that 
time 95,559 females were employed. 


CONTROL OF EXPORTS AND IMPORTS 


The Foreign Economic Administration in its current export 
bulletin No. 199 has: announced that parcel shipments to mem- 
bers of the armed services abroad do not require export licenses. 
Other export information is contained in that bulletin and bul- 
letins Nos. 197 and’ 198. 


Land Grant Rate Repeal 


With Congress in adjournment until November 14 unless 


- it is called back before that date as provided in the adjourn- 


ment resolution, chances for final enactment before the end of 
the Seventy-eighth Congress of H. R. 4184, the land grant rate 
repeal bill passed by the House, May 23, and sent to the Senate, 
are believed by congressional observers to be uncertain. 

In the Senate the bill was referred to the committee on 
interstate commerce of which Senator Wheeler, of Montana, is 
chairman. The chairman referred the bill to a subcommittee 
consisting of Senator McFarland, of Arizona, chairman; Sena- 
tor Johnson, of Colorado; Senator Stewart, of Tennessee; 
Senator Austin, of Vermont, and Senator Shipstead, of Minne- 
sota. 

Hearings on the bill were held June 8, 9, 13 and 14, and 
August 18 and 19, by the subcommittee, but no report was 
made by the subcommittee to the whole committee before the 
adjournment of Congress September 21. 

Senator McFarland went to Arizona before Congress ad- 
journed. It is understood that he thereafter communicated with 
Chairman Wheeler and offered to have the subcommittee’s re- 
port made before the adjournment September 21 but that Chair- 
man Wheeler took the position that, though the subcommittee 
could report if it wished to, the report could not be considered 
by the whole committee because at that time a quorum of the 
members of the committee was not present in Washington. 
Therefore, the making of the report was put off until Congress 
reconvened, it was said. 

Congress was in adjournment from June 23 to August 1. 
Between August 1 and September 21, when the adjournment 
to November 14 was taken to permit members to participate 
in the political campaign, many members were absent from 
time to time and no effort, so far as is known, was made to 
press for action on the land grant bill. 

The Seventy-eighth Congress will come to an end Decem- 
ber 31 this year unless it adjourns sine die before that date or 
should adjourn sine die before December 31 and then be called 
into special session before December 31 by the President. All 
bills pending at the close of this Congress will die with final 
adjournment and proposed legislation therein, to be considered 
again, would have to pass through the usual legislative steps 
beginning with the introduction of a bill. In other words, though 
the House has passed the bill in this Congress, it would have 
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to act again in the Seventy-ninth Congress if the bill is not 
finally enacted at this session. 

With such a short time intervening between November 14 
and the end of the present Congress, it is pointed out, appor- 
tunity exists for permitting the bill to die in committee. It has 
been reported that some members of the committee wished to 
have the bill held up for political reasons until after the elec- 
tion November 7. Whether or not that is true, the bill cannot 
be acted on now until after the election unless Congress should 
reconvene before that date and that is not believed to be likely. 

The bill has the support of the railroads, of course; shippers 
and organized railroad labor. Opposition to enactment has been 
expressed by a number of government department heads, partly 
on the ground that repeal of the land-grant rates on military 
and naval traffic ought not to be voted in time of war. 


Truck Production 


The War Production Board has announced authorizations 
for manufacture in the first half of 1945 of 26,179 light-heavy 
and 6,425 heavy-heavy trucks for commercial use as follows: 

Autocar Co., Ardmore, Pa., 936 LH and 1,322 HH; Avail- 
able Truck Co., Chicago, Ill., 17 LH; Biederman Motors Corp., 
Cincinnati, O., 8 LH; Brockway Motor Co., Cortland, N. Y., 
724 LH and 483 HH; Brown Equipment Co., Charlotte, N. C., 
14 HH; Corbitt Co., Henderson, N. C., 193 LH and 85 HH; 
Dart Truck Co., Kansas City, Mo., 13 LH and 8 HH; De Mar- 
tini Motor Truck Co., San Francisco, Calif., 5 LH; Diamond 
T Motor Car Co., Chicago, Ill., 1,027 LH and 103 HH; Dodge 
Division of Chrysler Corp., Detroit, Mich., 836 LH; Duplex 
Truck Co., Lansing, Mich., 4 LH and 15 HH; Federal Motor 
Truck Co., Detroit, Mich., 851 LH and 160 HH; Four Wheel 
Drive Auto Co., Clintonville, Wis., 163 LH and 260 HH; Freight- 
liner Corp., Salt Lake City, Utah, 5 HH; GMC Truck & Coach 
Division, General Motors Corp., Pontiac, Mich., 3,351 LH and 
1,200 HH; Hahn Motors, Inc., Hamburg, Pa., 34 LH and 19 
HH; Hendrickson Motor Truck Co., Chicago, Ill., 35 HH; Inter- 
national Harvester Co., Chicago, Ill., 9,599 LH and 563 HH; 
Kenworth Motor Truck Co., Seattle, Wash., 120 HH; Linn 
Manufacturing Corp., Morris, N. Y., 16 HH; MacDonald Truck 
& Manufacturing Co., San Francisco, Calif., 11 LH and 4 HH; 
Mack Manufacturing Corporation, 2,518 LH and 1,310 HH; 
Oshkosh Motor Truck, Inc., Oshkosh, Wis., 18 LH and 74 HH; 
Peterbilt Motors Co., Oakland, Calif., 97 HH; Reo Motors, Inc., 
Lansing, Mich., 219 LH; Sterling Motor Truck Co., Milwaukee, 
Wis., 26 LH and 295 HH; Walter Motor Truck Co., Ridgewood, 
N. Y., 62 LH and 110 HH; Ward LaFrance Truck Division, 
Elmira Heights, N. Y., 14 LH and 27 HH; and White Motor 
Co., Cleveland, O., 5,550 LH and 100 HH. . 

Preliminary truck production. statistics for August, issued 
by the automotive division of the War Production Board, show 
that 68,420 motor trucks and truck tractors were manufactured 
in that month. Of the total, 12,378 were for civilian use. 





Taxes and Transportation 


The division of tax research of the Treasury Department 
has issued a report on federal excise taxes imposed in the 
United States and compares them with the excise taxes im- 
posed by the central governments in the United Kingdom and 
Canada. The following appears in the report with respect to 
taxation of amounts paid for transportation of persons and of 
property in the United States and Canada: 


In both Canada and the United States the tax on transportation of 
persons is 15 per cent of the charge. The Canadian tax does not apply 
where the regular one-way fare is 75 cents (68 cents in United States 
currency) or less, whereas the United States tax applies to fares in 
excess of 35 cents. The United States law also exempts amounts paid 
for commutation or season tickets for single trips of less than 30 miles, 
and amounts paid for commutation tickets for one month or less. 


Seats and Berths 


In Canada amounts paid for berths in sleeping cars or for other 
sleeping accommodations on trains are subject to a 15 per cent tax, 
with a minimum tax of 35 cents (32 cents in United States currency). 
Purchasers of Pullman or parlor-car seats are taxed 15 cents (13% cents 
in United States currency) per seat. The United States tax on charges 
for seats and berths of all types of transportation vehicles is 15 per 
cent of the amount paid. 

The United States tax on seats is higher than the Canadian tax 
only when the seat charge in the United States is 90 cents or over. 
Since the average revenue of the Pullman Company per seat, per pas- 
senger, for the year 1942 was $1.06, the Canadian tax is equivalent on 
the average to a tax of 13 per cent, provided the average seat charge 
is the same in Canada as in the United States. 


Transportation of Property 


There is no Canadian excise on the transportation of property, but 
the United States imposes a tax of 3 per cent on the amounts paid 





-400 locomotives were seized by the Germans. 
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for the transportation of property by rail, motor vehicle, water, or air 
from one point in the United States to another. Coal, however, is taxeg 
4 cents per short ton, and the tax is imposed only upon the (‘rst 
movement of the prepared coal. The tax is paid to the carrier by the 
person paying for the transportation and applies only to amounts jaiq 
to a person engaged in the business of transporting property for hire, 


Transportation of Oil by Pipe Line 


The United States taxes all transportation by pipe line of crude 
petroleum and liquid petroleum products at 4% per cent of the amount 
paid for the transportation. The tax is payable by the person furnisliing 
the transportation. Provision is made for the determination of the fair 
value of the transportation in cases where no charge for transportation 
is made, or in the case of other than an arm’s length transaction. 

There is no comparable excise in Canada. 


The report of the subcommittee on taxation of the rail- 
road committee for the study of transportation of the Associa- 
tion of American Railroads, which was made public last May 
(see Traffic World, May 27, p. 1460), has been submitted to 
the Republican postwar tax study committee of the House 
which is studying postwar tax possibilities. In the report the 
railroad subcommittee said that with an anticipated debt of 
from $250 billions to $300 billions, the annual interest charge 
would be in the neighborhood of $6 billions and that it would 
seem that not less than 1 per cent should be set aside for 
amortization “because if we do not provide for the liquidation 
of this debt within the period of 100 years there is very little 
reason to think that it will ever be repaid.” Representative 
Reed, of New York, chairman of the congressional committee, 
said the recommendations of the railroad subcommittee were 
the first detailed proposals to be submitted by any industry, 
and that they would be seriously considered by his committee. 


U. 8. A. Railroading in France 


The War Department has announced that French rail- 
ways operated by the Military Railway Service of the Trans- 
portation Corps of the U. S. army are carrying more than 10,000 
tons of military freight daily, and that it is expected that if 
the present rate of progress continues, this figure will be tripled. 

“Five major French rail and three other single-track lines 
have been reconditioned by the United States army engineers 
after systematic wrecking by Allied bombers,” it said, adding 
that the French estimated that 60 per cent of their rolling 
stock was destroyed. 

At a single marshalling yard now in use by the U. S. 
army, said the department, “is the charred and rusting junk 
of 1,300 locomotives and freight cars.’ In addition, it said, 
Among these 
were a number of the famous American “Pershing” locomotives 
of _ world war that were still in service 25 years later, it 
said. 

American rolling stock was brought to France from Eng- 
land to offset the losses to the French railroads and assure 
ample rolling stock to move over the French railroads as soon 
as they were repaired. Tracks were laid in the holds of LSTs 
and locomotives and cars hoisted aboard and set on the rails. 
Each locomotive was ready to go except for having a fire laid 
under its boiler, said the department. On the French beaches, 
trestles were laid carrying rails out over the water. When 
the LSTs arrived, gasoline tractors towed the rolling stock 
ashore. 


“Most major railroads in the United States are represented 
among the soldiers in the Military Railway Service,” said the 
department. “Each battalion was sponsored by an American 
railroad from which it drew its key personnel. They operate 
the railroads under conditions strange to men who have been 
educated to the high safety standards of American railroading. 
Such operation is dictated by the necessity of war. For ex- 
ample, trains drive through the blackout without headlights. 
The crew feels the tracks sag when they pass. over recently 
filled bomb craters. Every tunnel is a potential death trap 
where some saboteur may have left a carload of explosives. 
Brakemen without lanterns signal engineers with the glowing 
tips of their cigarets or the flame of a cigaret lighter. The 
American railroad men have but one thought—to get the 
trainloads of supplies up to the front. The achievements of 
these men in overcoming many obstacles to complete thelr 
mission were recently recognized by Major General Frank S. 
Ross, chief of transportation in the European theater of opera- 
tions, who cited the men of the Military Railway Service in his 
theater for ‘excellent and noteworthy accomplishments in the 
assigned task of moving supplies to the forward armies.’ ” 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Questions and Answers 


In this column will be answered questions of both legal and 
€ practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
mot desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid .to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


ARR ALO RETREAT 8 A ORATOR SEEN IAS BLES ELL ISTE ADELE ANE 


Reconsignment—Liability of Initial Carrier Changing Routing 
Instructions 


North Carolina.—Question: When a carload of freight is 
reconsigned while on the initial carrier’s rails to a different des- 
tination, do the reconsigning instructions have the effect of can- 
celling the routing shown in the original bill of lading? 

As an example: a car originally shipped from Winston- 
Salem, N. C. to Milwaukee, Wis., routed via Southern-B/4- 
Cc. & N. W. in the bill of lading, was later reconsigned by the 
shipper, while still in the possession of the outhern Railway, 
to Green Bay, Wis. No routing was given to the Southern Rail- 
way other than C. M. St. P. & P. into Green Bay. Nothing was 
said about intermediate routing. In accomplishing the diversion 
the Southern Railway routed the car Southern-Louisville- 
Monon-C. M. St. P. & P., ignoring the original routing in the 
bill of lading via B/4. Is the diversion clerk within the rights 
in choosing his own route up to the C. M. St. P. & P. or is he 
obligated to follow the original bill of lading routing as far as 
possible ? 

I would appreciate knowing of any decisions covering simi- 
lar cases. 

Answer: If the original routing instructions are those of 
the shipper, unless a higher rate results from the change in 
routing instructions or the shipper has lost some transit privi- 
lege, the shipper is not damaged by a change in routing. Wash- 
ington Building Lime Co. vs. Baltimore & O. R. Co., 173 I. C. C. 
370; Tilghman Lumber Corporation vs. Atlantic Coast Line 
R. R. Co., 200 I. C. C. 353, and Globe Grain & Milling Co. vs. 
San Diego & A. E. Ry. Co., 219 I. C. C. 226. 

However, if the shipper routed the shipment, the carrier 
eliminated from the routing has a right of action for damages. 
See Sec. 15 (8, 9) Interstate Commerce Act and Inland Water- 
ways Corp. vs. Atlantic Coast Line R. Co., 112 Fed. 2d 753. 


Perishable Goods—Liability of Carrier for Freezing 


New York.—Question: A claim has been presented to us 
covering materials damaged because of being frozen. When 
the shipment was tendered to us for transportation the bill of 
lading did not indicate that any particular type of service was 
desired, nor that the shipment contained freezable goods. 

Are there decisions which would determine whether or not 
a carrier is liable under such circumstances, and also whether 
a carrier would be liable if there was no such indication on the 
bill of lading, although the boxes were marked freezable? 

Answer: Unless the shipper advises the carrier or the 
nature of the shipment is such as to charge the carrier with 
knowledge that protective service is desired, there is, in our 
Opinion, no liability on the part of the carrier. 


Whether the carrier is liable if the boxes in which the . 


goods are packed, but not the bill of lading, indicates that the 
goods are freezable depends, under recent decisions of the 
courts, upon tariff provisions under which the shipment moves. 
If the tariff provisions require a notation on the bill of lading, 
the absence of this notation would preclude a recovery. 

The following cases hold that a railroad by its contract to 
Carry safely does not insure perishable freight against the 
effect of temperature encountered by it during the period or- 
dinarily required by it for transportation unless the circum- 
Stances under which the contract of carriage is made are such 
as to imply an undertaking to that effect on the part of the 
Carrier, or there are tariff provisions which specifically author- 
Ize such a contract of carriage. Brenninson vs. P. R. R. Co., 
110 N. W. 362; Clements vs. D. & R. G., 219 S. W. 660; Pacific 
Fruit & Produce Co. vs. Northern Pacific, 186 Pac. 852. 

In Northern Wisconsin Produce Co. vs. Chicago & N. W. 
Ry. Co., 234 N. W. 726, the court held that the carrier was not 
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liable for the freezing of a less than carload shipment of eggs, 
accepted on a bill of lading calling for “carriers protective 
service,” where there was no tariff provision for such service. 


Notice of Claim 


INlinois—Question: We have had a controversy with one 
of the railroads pertaining to the question of filing claims 
within the nine months period prescribed by the bill of lading 
contract. We would like to learn what constitutes a written 
notice of intention to file claim, and just how long this written 
notice stays within the statute of limitation prescribed in Sec- 
tion 2, paragraph (b) of the bill of lading. 

We received a shipment that was damaged, called in an 
inspector who examined the shipment and gave us an inspection 
report. Unfortunately, however, the claim was not filed until 
one month after the time limit for presentation of the claim 
had expired, i.e., if you count the time from the date of receipt 
of the shipment to the date of the filing of the claim. The in- 
spection was made however, six weeks after receipt of the 
shipment, and counting the time from the date of inspection to 
the date of filing, we would be within the nine months period. 

The carriers claim that numerous court decisions pertain- 
ing to the question of the filing of claims within the period 
prescribed by the bill of lading contract have held that knowl- 
edge on the part of the carrier that the goods shipped were 
injured does not obviate the necessity for filing a claim in 
writing as a condition precedent to recovery of damages. 

We would appreciate any information that you have in 
connection with the question as to what constitutes a written 
notice of intention to file claim, and just how long this written 
notice stays in effect. 

Answer: Prior to April 23, 1930, paragraph 11 of Section 
20 of the interstate commerce act permitted, and the uniform 
bill of lading provided for the giving of a notice of claim and 
the filing of a claim within specified periods of time. Since 
that date the bill of lading has required the filing of a claim. 

A mere statement in a letter to a carrier declaring the 
intention of the claimant to file a claim at a later date is not 
the filing of a claim within the provisions of Section 2, para- 
graph (b) of the present uniform bill of lading contract terms 
and conditions. 

In the West Arrow, 80 Fed. 2d 853, it is held that a car- 
rier’s knowledge of damage to goods will not excuse the failure 
of the owners of cargo to file notice of claim and claim for loss 
in accordance with the requirement of the bill of lading. See, 
also, to the same effect, Douglas Show Co. vs. Pere Marquette 
Ry. Co:,.217 NN. W.. 12. 

In Schaff vs. Ike Exstein & Bros., 270 S. W. 589, it is held 
that neither notice of shortage, nor knowledge of the agent of 
the bill of lading carrier was sufficient notice of claim. 


As regards the sufficiency of a claim for loss of, or in- 
juries to, property shipped, the stipulation requiring such claim 
is given a reasonable construction, and it is very generally held 
or recognized that no particular form of claim is necessary, that 
neither formality nor technical exactness is necessary, and that 
a substantial compliance with the stipulation is all that is re- 
quired. 

There must be at least a substantial compliance with the 
requirement that a claim be filed. It must possess the char- 
acteristics of a claim; that is to say, it must amount to a de- 
mand for compensation. 


In Bond Stores vs. Overland Package Freight Service, 13 
N. Y. S. 2d 928, the court said: 


Although there have been numerous cases dealing with this subject, 
neither counsel nor the court has been able to find any case which sets 
forth, with any degree of preciseness, just what the essential elements 
of the claim are. Since this is an interstate shipment federal law is 
binding on this question. The law with respect to claims has been set 
forth in the cases of Georgia, Florida & Alabama Ry. Co. vs. Blish 
Milling Co., 241 U. S. 190, B6 S. Ct. 541, 60 L. Ed. 948; Anchor Line 
vs. Jackson, 2 Cir. 9 Fed. 2d 543; Browning-King & Co. vs. Davis, 
120 Miscl. 520, 199 N. Y. S. 775, and Dworsky vs. Pennsylvania R. R. 
Co., 160 Miscl. 360, 289 N. Y. S. 931. It would appear that in order 
to constitute a claim the transfer agency should be advised by the 
consignor or the consignee that, first, a loss has occurred, second, the 
nature of the loss, third, the nature of the shipment involved, fourth, 
the approximate date of the shipment and its point of origin and 
destination, and finally, that the parties to the shipment expect restitu- 
tion or reimbursement. 


If a claim, as distinguished from a notice of claim, is filed 
within the period of time prescribed in paragraph (b) of Sec- 
tion 2 of the bill of lading, suit may be brought within two 
years and one day from the day when notice in writing is given 
by the carrier that the carrier has disallowed the claim or any 
part or parts thereof specified in the notice. 


Damages—Measure of Where Part of Released Value Shipment 
Is Lost or Damaged 


Canada.—Question: I have just noticed your answer to 
Nebraska, on page 284 of the Traffic World of July 29, under 
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the caption “Damages—Express Shipment—Value Not De- 
clared,” and I do not agree wtih your conclusions. - In my 
opinion the liability of the carrier on the whole shipment is 
based on the weight at 50 cents per pound and this is the limit 
of their liability, but 50 cents per pound is not the basis limit- 


ing their liability when less than the total shipment is lost or 
damaged. 


It is quite possible that a shipment might suffer partial 
damage and the part damaged could be the most expensive 
article in the shipment and yet the least in weight. Have you 
a record of any court decision in which this matter was de- 
cided? 

Answer: There are two lines of decisions with respect to 
the amount which can be recovered for partial loss of or 
injury to a part of a shipment which has been released to a 
stated valuation. Under one line of these decisions it is held 
that a shipper may recover the real value of the property lost 
not exceeding the limit of liability stipulated in the contract 
of shipment. Decisions of this nature are Central of Ga. R. Co. 
vs. Broda, 67 Sou. 437 (Ala.); Davis vs. Wabash R. Co., 99 
S. W. 1; Buffington vs. Wabash R. Co., 94 S. W. 991; Viscanaka 
vs. Southern Express Co., 75 S. E. 962 (S. C.); Winslow vs. 
Atlantic Coast Line, 60 S. E. 709; Carlton vs. N. Y. C. & H. R., 
117 N. Y. S. 1021 (affirmed 121 N. Y. S. 997); Huegelet vs. 
Warfield, 65 S. E. 985 (S. C.); Candee vs. D. L. & W., 109 
Atl. 202 (N. J.) (Certiorari denied 40 S. Ct. 584); Nelson vs. 
Ga. Nor. R. Co., 72 S. W. 642 (Mont.); R. Co. vs. Priddy, 115 
N. E. 266 (Ind.); Baird vs. R. Co., 162 Pac. 79 (Utah); Dee 
vs. S. P. L. A. & S. L. Co., 167 Pac. 246; Washington Horse 
Exchange vs. Wilson, 176 S. W. 1036. 


Under these decisions shippers are not limited to a propor- 
tionate amount of the value to which the shipment was re- 
leased, but may recover the actual value of the goods dam- 


aged, but not to exceed the released value of the entire ship- 
ment. 


There are, however, decisions which hold directly to the 
contrary. Under such decisions recovery for loss of or damage 
to part of a shipment released to a stated value is limited to a 
proportionate amount of the released value of the shipment. 
Decisions which so hold are Western Transit Co. vs. Leslie & 
Co., 242 U. S. 448, 37 S. Ct. 133; Shelton vs. Canadian Northern 
Railroad Co., 109 Fed. 153; Fielder vs. Adams Express Co., 
71 S. E. 99; United Lead Co. vs. Lehigh Valley R. Co., 141 
N. Y. S. 310; Stratton vs. C. M. & St. P., 168 N. W. 757; Frank 
vs. Michigan Cent., 154 N. Y. S. 701. 


Except where the contract of carriage expressly provides 
for prorating in the event of a partial loss, however, the em- 
phatic trend is against the adoption of the prorating principle. 
Chenango Textile Corporation vs. Willock, 288 N. Y. S. 270. 
The rule entertained by the weight of authority is that where 
the contract of carriage provides that the amount recoverable 
in case of loss or damage shall be limited to the declared value 
of the shipment, such agreement in case of partial loss is to be 
construed as permitting recovery for the loss or damage actu- 
ally sustained, the amount recoverable, however, not to be 
greater than that agreed on as compensation for a total loss; 
and it necessarily follows that where this rule obtains, the 
shipper is not limited to a recovery of such proportion of the 
amount named in the contract as the value of the property 
destroyed bore to the value of all the property shipped. Fox vs. 
Chicago & N. W. Ry. Co. (Tll.), 199 Ill. App. 453. There are, 
however, decisions which are in conflict with this view. Shelton 
vs. Canadian Northern R. Co., 189 Fed. 153; Fielder vs. Adams 
Express Co., 71 S. E. 99, and American Ry. Express Co. vs. 
Thompson, 2 S. W. 2d 493. 


Delivery at Non-Agency Stations 


Illinois.—Question: I have read with interest ‘your answer 
to my inquiry concerning the carriers liability with regard to 
the delivery of shipments at a non-agency station, appearing 


on page 721 of the September 16th Traffic World under the 
above caption. 


Your answer, however, does not seem to be very clear as 
to just what proof a shipper or consignee would have that the 
particular carrier after receipting for the shipment at the point 
of origin through the issuance of a bill of lading, would actually 
drop this shipment off at the non-agency station. 

If your answer is meant to show that the carrier is not 
obligated to give us a receipt for dropping this off at the non- 
agency station, or securing a receipt from the consignee that 
he picked the shipment up, then I suppose we would be sending 
such shipments under our own risk. 

Will you kindly clear this up for us? 

Answer: Paragraph (f) of Section 4 of the Uniform Bill of 
Lading Contract Terms and Conditions reads: 


Property destined to or taken from a station, wharf, or lading at 
which there is no regularly appointed agent shall be entirely at risk 
of owner after unloaded from cars or vessels or until loaded into 
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cars or vessels, and, except in case of carrier’s negligence, whe 
ceived from or delivered to such stations, wharves or ladings 
be at owner’s risk until the cars are attached to and after the 
detached from locomotive or train or until loaded into and 
unloaded from vessels. 


In shipping goods to a prepay station the shipper ass 
the risk of the loss of such goods after they are taken 
the car or after the car has been detached from the locom: 
or train, in accordance with paragraph (f) of section 4 of 
Uniform Bill of Lading Contract Terms and Conditions, 
provisions of which have been upheld by decisions of the co:: 


Allan vs. Pennsylvania Co., 38 Atl. 709; Morrison Tent, ete. 
Co. vs. S. C. R. R. Co., 175 S. W. 220; Massee & Felton Lumber 
Co. vs. Sou. Ry. Co., 148 S. E. 427; Georgia Cotton Co. vs, 
C. of Ga. Ry. Co., 91 S. E. 933 (Ga.); Lindsey Wagon Co. vs. 
Louisiana & A. Ry. Co., 129 Sou. 395; United States Feed Mill 
Co. vs. Mo. Pac., 36 S. W. 2d 136 and Ashton vs. Chicago & 


N. W. Ry. Co., 225 N. W. 328. 
Since the consignee may not be present when the shipment 
is delivered, a receipt could not be obtained in those instances, 
As to whether the shipment was left at the station, neces- 
sarily the carrier must so prove, in the event the consignee 
fails to receive the shipment. 


Connecting Carriers—Diversion of Part of Shipment by Initial 
Carrier 


Minnesota.—Question: Please refer to the question of IIli- 
nois, on page 861 of the issue of September 30, regarding the 
shipment of 22,000 pounds from Rochester, New York to Le 
Sueur, Minnesota. 

In stating the question, Illinois did not clearly identify the 
claimant. 

This 22,000 pound shipment was received by us and to my 
knowledge we have filed no overcharge claim against the car- 
riers. Therefore, when Illinois states that ‘‘they have filed an 
overcharge claim against us,’ reference is made to the orig- 
inating carrier and not the consignee. 

Answer: In our answer we assumed, since the term “over- 
charge claim” was used, that the claim had been filed by your 
company as consignee. 

As between the initial carrier and the carrier making de- 
livery of the 15,000 pounds, that carrier may have a right of 
action against the initial carrier for diversion of the 7,000 
pounds to another carrier, if the shipment was routed by the 
shipper via its line. See the decision in Inland Waterways 
Corporation vs. Atlantic Coast Line Ry. Co., 112 Fed. 2d 753. 
In this decision the court held that a connecting carrier had a 
right of action against a preceding carrier for failing to route 
a shipment via its line in accordance with the shipper’s routing 
instructions. 

If the shipment was delivered to the initial carrier unrouted 
the carrier which delivered the 15,000 pounds at destination 
does not appear to be entitled to its proportion of the joint 
through rate on an amount of freight greater than it trans- 
ported. 





POWER TRUCK MODELS 


The War Production Board has amended General Limita- 
tion Order L-112, governing industrial power truck models ap- 
proved for manufacture, to permit a limited number of addi- 
tional models to be made. In announcing the amendment, it 
said: ; 


Eleven of the 39 manufacturers on the approved list now may make 
additional models under the amendment. The remainder of the manu- 
facturers either did not request permisssion to increase the number 
of models they make or their request was turned down as unnecessary 
or because the models involved used too many components or critical 
materials. 

The change was made primarily to allow users to duplicate models 
already in service and thereby simplify the repair parts problem. 

The 11 manufacturers and the number of additional models each is 
permitted to make follow: Atlas Car and Mfg. Co., Cleveland, Ohio, 
five; Baker Raulang Co., Cleveland, four; Clark Equipment Co., Battle 
Creek, Mich., seven; Crescent Truck Co., Lebanon, Pa., two; Elwell- 
Parker Electric Co., Cleveland, three; Erickson Special Equipment Mrf. 
Co., Minneapolis, Minn., one; W F. Hebard Equipment Co., Chicago, 
two; Ross Carrier Co., Benton Harbor, Mich., two; Towmotor Corpora 
tion, Cleveland, one; Yale and Towne Mfg. Co., Philadelphia, seven; 
Lift Trucks, Inc., Cincinnati, Ohio, four. 





PUBLIC MERCHANDISE WAREHOUSING 


Director Capt, of the Commerce Department’s Bureau of 
the Census, has announced that, on the basis of reports from 
709 warehousing firms, the percentage of occupancy of public 
merchandise warehouses at .the end of August was 87.9, a 
compared with 87.5 per cent for July. The reports showed that 
2,020 merchandise warehouse buildings were operated in AU 
gust, with a total of 52,951,294 square feet of occupiable space 
intended for public warehousing of general merchandise, ° 
which 46,548,876 square feet were reported as occupied, he said. 
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Future of Merchant Marine 


‘None of us has any thought that all the ships we are 
buiJding will be retained in active service after the war,” said 
Admiral Land, chairman of the Maritime Commission and War 
Shipping Administrator, in an address October 9 before the 
National Foreign Trade Council in New York City on the sub- 
ject, “Our Maritime Future.” 

‘We are faced with disposal or use of more than 2,000 
Liberty ships,” he continued. “To use our entire fleet would be 
our entrance into commercial warfare with the rest of the 
world, the very thing we are trying to avoid.” 

Admiral Land proposed a post-war merchant fleet of 15 to 
90 million deadweight tons of which he thought seven million 
tons, exclusive of tankers, should properly be engaged in foreign 
trade “provided we go after the business to keep these ships 
sailing full and down.” He suggested that the nation have also 
somewhere between five million and ten million deadweight tons 
of ships in reserve for emergency use, definitely set aside for 
naval auxiliaries. To maintain such a reserve fleet of 1,000 
ships, he estimated, would cost not more than $5,000,000 a year 
or $100,000,000 for twenty years. 

“This, plus the active merchant fleet, would be the insurance 
premium that the country would pay against having to spend 
some $15,000,000,000 for ships when the next war comes,” 
said he. 

Discussing further the ‘‘cost” of such a shipping program 
as he outlined, Admiral Land said: 


It will cost something to do this. But no international business on 
the scale of shipping should be averse to spending a dollar in the 
interest of increasing volume. It may produce many dollars in return. 

The cost is not so much as some people think. The much abused 
word ‘‘subsidy’’ is one of the stumbling blocks to a fuller understanding 
of the working of the merchant marine act in providing parity of 
shipbuilding and equalization of ship operation between America and 
her competitors. 

It will be difficult to compare our cost of ship operation with those 
of foreign nations, post-war, until the internal economies of those 
nations are shaken down. Some parity payments will doubtless be 
inevitable. But the money spent in giving our operators an even break 
is trifling compared to the effect it can have on our national economy. 
The payments are not a handout from the government but serve to 
equalize the cost of operating ships under the American flag and under 
foreign flags. They go into the pockets of our merchant seamen in the 
form of a decent wage scale in keeping with our wage and living standards. 
And, if the results prove to give the operators more than a reasonable 
return on their investment, part of the excess earnings are recapturable 
by the government. 


Operating Subsidy Since 1936 


It is worth noting that the maximum amount that has been paid 
out as the operating differential subsidy in any year since the 1936 act 
took effect is less than $13,000,000. If we were to double the amount 
of our foreign trade carried on American ships, an annual outlay of 
twice that amount might be anticipated, but increasing volume of traffic 
should bring an increasing margin of profit, and hence a decreasing 
amount for subsidy. Particularly would this be so if the American 
ships could travel full and down. As a matter of fact, out of some 
$51,000,000 of subsidy payments, during seven years of actual operation 
of the act, some $31,000,000—or more than half—was ear-marked on 
the balance sheets of the shipping companies as subject to possible 
recapture, and an increasing volume of business should in all probabil- 
ity, increase the percentage of recapture. It would seem therefore 
that the net cost of the operating subsidy would hardly exceed an 
average of $6,000,000 a year and might very well be as low as $3,000,000. 

Aside from cash and other current assets which are required for 
Operations, American steamship companies engaged in foreign trade 
at the end of 1943 had, combined, either actual funds or receivables 
which would shortly become actual funds that could be used for pur- 
chase of vessels, totaling something over $220,000,000. Roughly, there- 
fore, the companies engaged in foreign trade, taken as a whole, have 
Sufficient funds available to enable them on the basis of the 50 per 
cent differential subsidy and a 25 per cent down payment to purchase 
ships equivalent at least to their prewar tonnage in the foreign trade 
fleet, and probably equivalent to something approximating double the 
tonnage of the prewar fleet. 


It should be understood, however, that the general availability of 
funds does not necessarily mean that each individual company is in 
that particular position with reference to its own requirements for 
ships. Some may be reluctant to enter into commitments which entail 
extensive fixed charges resulting from carrying 75 per cent of the pur- 
chase price on the deferred mortgage payments, the ability to meet 


Which will depend not only on present cash resources but on future 
— of business and earnings. This is one respect in which the 
eifect 


ff the operating differential subsidy is important. 


W. S. A. FOREIGN ACTIVITIES 


“Intensification of the drive into Germany and islands of 
the Pacific and the interlocking supply activities of the War 


§ Shipp ng Administration and the armed forces have resulted in 


reassiznment of supervisory personnel in all war theaters,” 
the W. S. A., October 12, adding: 


As new Allied victories are achieved or new beachheads established, 


said 


987 


W. S. A. representatives move in to expedite the landing and dispatch 
of supplies brought in by merchant ships. 

In the European area, Thomas Monroe, of Bluemont, Va., is director 
for the United Kingdom Northwest Continent area, with headquarters 
in London, to maintain over-all supervision of W. S. A. operations in 
Europe. He will be assisted by Ernest J. Bradley, of San Francisco, 
Calif., as regional director for the United Kingdom, and Thomas F. 
Dunn, of Flushing, N. Y., who will act in the same capacity for the 
north and west coasts of France. 

In step with military advances, three new regional directorships 
also have been created, for Holland-Belgium, Germany and Scandinavia. 
Directors of these regions will be assigned as soon as the situation in 
those areas require their services. 

In the Pacific Herbert L. Schage of San Francisco, Calif., has been 
named regional director of the Southwest Pacific forward area with 
headquarters at Hollandia, New Guinea. Establishment of this region, 
which embraces New Guinea and contiguous territory is the result of 
enlarged military activity in the Pacific theater. 

Charles E. Brown of Washington, D. C., will remain as regional 
director for the Australia-New Zealand area with headquarters at 
Sydney. 

Trinidad, British and Dutch Guiana district office with headquarters 
at Port of Spain, Trinidad, will now be attached to the Foreign Service 
Division and operate under the supervision of M. L. Wilcox, of Summit, 
N. J., director of the Caribbean district. The position of district direc- 
tor at Trinidad has been changed to manager, Trinidad, British and 
Dutch Guiana district. 


Development in Southwest 


The southwestern states with the co-operation of industry, 
agriculture, and finance would attain a position of much greater 
industrial importance in the postwar period, said Russel Coul- 
ter, St. Louis, chief traffic officer of the Frisco Railway, in an 
address, October 11, to the Missouri Bankers Association, meet- 
ing in Springfield, Mo. He said a trend toward decentraliza- 
tion of industry and consequent industrialization of the south- 
west already was in evidence. 

‘“TIndustrialists realize today more than ever before the 
manifold advantages offered by the southwest for plant loca- 
tions,” he said, “and, equally important, the rapid and econom- 
ical distribution of goods. It has been their experience during 
these trying times that climate, economical power and abun- 
dance of raw materials throughout this region combine to 
enable them to produce and distribute goods at a lower cost 
than is possible in many other parts of the country. 

“Our government recognized these advantages, as well as 
the natural protectiveness of its location, placing many war 
plants here for the production and distribution of war goods. 
While these plants for the most part were government financed, 
the operators of them in many instances have options to pur- 
chase when the war ends. If they should not exercise such 
option, their plants then will be declared surplus war plants 
and become available for purchase by others.” 

As evidence of a trend toward industrialization of the 
southwest, he pointed out that the Frisco’s industrial develop- 
ment department consistently received inquiries for the post- 
war relocation of industries in this area. ‘‘During the first nine 
months of 1944,” he continued, “our railroad closed negotia- 
tions for 110 new industries, many of them located in south- 
western states. 

“This region,” he continued, “is wel] along the way toward 
achieving that healthy balance between agriculture and indus- 
try which will spell progress for many years to come.” 

In the territory around Springfield, Coulter explained, 
cheese plants already had been developed to such an extent 
that this territory, extending into northern Arkansas, now was 
reckoned second to Wisconsin in production of cheese. He cited 
constant improvement in the quality of dairy herds throughout 
the region and, industrially, establishment of plants by two 
rubber companies recently—one in Kansas and the other in 
Oklahoma—first of such industries to be established in the 
southwest. 


MAIL TO FRANCE 

All except 12 of the 90 Departments of France, and the 
territory of Belfort, will have limited mail ‘service with the 
United States under an order of Postmaster General Frank C. 
Walker, effective October 10. 

The.Departments not embraced in the order are: Charente- 
Inferieure, Doubs, Loire-Inferieure, Meurthe-et-Moselle, Meuse, 
Morbihan, Moselle, Bas-Rhin, Haut-Rhin, Haute-Saone, Vosges, 
Basses Pyrenees, Landes and Gironde. On October 15, the 
service will be extended to the Departments of Basses Pyrenees, 
Landes and Gironde. The service is restricted to non-illustrated 
post-cards of a personal character written in English or French. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 


























Tratfic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly imformed.—Hditor THs TraFFIc WorRLD. 





Major General Charles P. Gross, chief of transportation, 
U. S. Army, will speak on the Army Transportation Corps at a 
forum luncheon meeting of the Traffic Club of New York Octo- 
ber 18. H. H. Meyer heads the luncheon committee. 





Warren T. White, special assistant to the receivers, Sea- 
board Air Line Railway, Norfolk, Va., spoke on “Economics of 
Post-War Transportation” at a dinner meeting of the Traffic 
Club of Philadelphia October 9. There was a program of music. 





Col. Thomas B. Catron, U. S. Army, chief of staff, third 
service command, Transportation Corps, spoke on “Traffic and 
Transportation in the War” at a dinner meeting of the Women’s 
Traffic and Transportation Club of Baltimore October 11. 





he Metropolitan Traffic Association of New York will hold 
its annual election meeting October 19. The following have been 
nominated for election: For president, Otto C. Birnbrauer; first 
vice-president, Albert Clodfelter; second vice-president, J. J. 
Lenahan; secretary, John B. Sondey; financial secretary, Vin- 
cent J. Walsh; treasurer, Vincent P. Golden; members, board 
of governors, Leo D’Arcy Balbach, Samuel P. Bartoletta, and 
J. David Spruill. 





The nominating committee of the Traffic Club of New Or- 
leans has nominated the following for election to office in De- 
cember: For president, W. H. Trauth; first vice-president, J. P. 
Ayres, second vice-president, A. M. Dardis; third vice-president, 
Joseph Spear; treasurer, L. I. Bourgeois; secretary, E. C. 
Marks; members, board of directors, for three years, G. C. 
Stohlman; for two years, T. B. Gudis and A. Horcasitas; for one 
year, D. Federoff, W. A. Klein, R. I. Brubaker, and L. A. 
Schwartz, W. S. Cahill headed the nominating committee. At 
a luncheon meeting, October 9, Raphael J. Urruella, editor- 
publisher, “America-Unida,” spoke on “New Orleans Faces 
South.” 





Mrs. Bobbye Hyde Silvey, president_of the newly formed 
Women’s Traffic Club of Oakland, Calif., has appointed the 
following chairmen of the standing committees: Program and 
entertainment, Kay Collier, Durkee’s Famous Foods; reception, 
Betty Stadtfeld, Western Pacific; constitution and by-laws, Julia 
Gannon, Port of Oakland; membership, Beryl Benson, Denver 
and Rio Grande Western; publicity, Helen B. Leon, Boyden- 
Hansen Honey Company. In announcing Mrs. Silvey’s election 
to office recently, the club erroneously spelled her name 
“Silver.” 





The Traffic Study Club of Akron, O., will hold its annual 
clam bake October 18. The entertainment committee, Phil 
Amato, chairman, has charge of arrangements. 





The Milwaukee Traffic Club will hold its annual October 
dinner dance and card party at the Elks Club October 21. 





The Women’s Traffic Club of Los Angeles will hold a din- 
ner meeting October 18 at which H. M. Burgeson, vice-president, 
Lyon Van and Storage Company, and president of the Rotary 
Club of Los Angeles, will speak on “Business Yesterday, Today 
and Tomorrow.” There will be a program of entertainment. A 
committee headed by Marion Gemmell and Carrie Hellyer has 
charge of arrangements. 





At a dinner meeting of the Junior Traffic Club of Kansas 
City, Mo., October 11, J. A. Purdome, chief deputy sheriff, 
Jackson county, Mo., spoke on “Functions of the Sheriff’s Office 
in Relation to Civilians.” 





The Bridgeport, Conn., Traffic Association will hold a long 
distance motor truck night meeting October 16. The following 
will speak: Raymond L. French, manager for Fairfield county, 
Conn., War Production Board, “War Production Activities”; 
John F. Maerz, general manager, Motor Truck Association of 
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Connecticut, “Motor Transportation During and After the 
War,” and Dwight L. Sutherland, president, Middle Atlantic 
Transportation Company, ‘The Economics of Post-War Trzns- 
portation.” There will be a floor show, arrangements for which 
have been made by the program and entertainment commiitee 
headed by William V. Goldemen. New chairmen of the standing 
committees include: Carloading companies, J. P. Cleary, Uni- 
versal Carloading and Distributing Company; educational, H. W, 
Browne, Yale and Towne Manufacturing Company; member- 
ship, G. A. Ries, Jenkins Brothers Company; motor truck, 
I. M. Schofield, Puritan Transportation Company; publicity, 
A. D. Barrett, Chance Vought Aircraft Company; railroad serv- 
ice, A. F. DeFarrari, New York, New Haven and Hartford; 
reception, Edward Goletz, Bay Division; traffic information, 
W. H. Pease, Bridgeport Brass Company; program and enter- 
tainment, Mr. Goldeman. The schedule of meetings for the 
remainder of the 1944-1945 season is: November 20, carloading 
companies night; December 18, motor truck night; January 15, 
1945, airlines night; February 19, 1945, annual dinner; March 
19, 1945, railroad night; April 16, 1945, Army and Navy night; 
May 21, 1945, ladies’ night; annual outing, some time in June. 





The Traffic Club of the Lehigh Valley will hold a dinner 
meeting at the Hotel Americus, Allentown, Pa., October 16. 
There will be a discussion of transportation problems, and a 
program of entertainment. 





C. F. Hood, president, American Steel and Wire Company, 
Cleveland, will be guest speaker at the first fall dinner meet- 
ing of the Traffic Club of New England at the Copley-Plaza, 
Boston, October 19. There will be a program of entertainment 
and music. Albert F. Ruby heads the entertainment committee, 
in charge of arrangements. The annual ladies’ night party will 
se — November 14, and the annual election meeting Decem- 

er 14. 





The Traffic Club of Washington, D. C., will hold a monthly 
meeting October 18 at which Ernest R. Rosse, philosopher, will 
speak on “The Safety Valve of Sanity.’”’ Dinner will be served. 

At a luncheon meeting of the Traffic Club of St. Louis, 
October 16, Jack Earle, 8-foot 64-inch showman, will speak 
on “Wines Today and Through the Ages.” A hallowe’en dinner 
dance will be held at the Coronado Hotel October 26. There 
will be no luncheon meeting October 23. 





At a luncheon meeting of the Portland, Ore., Transporta- 
tion Club, October 20, William A. Bowes, city commissioner 
of Portland, will speak on ‘Portland in the Post-War World.” 
A dance and party will be held October 25 at the Palais Royale. 
Regular luncheon meetings will be held this fall and winter on 
the third Friday of each month, rather than on the third 
Thursday, as previously announced. 





The Traffic Club of New Haven, Conn., held its first reg- 
ular meeting of the season October 9 at the Hotel Duncan. 
The motion picture “The Steam Locomotive” was shown, and 
dinner was served. George Avery was in charge of arrange- 
ments. 





At a luncheon meeting of the Transportation Club of Dal- 
las, Tex., October 9, the color film “Railroads in the War Ef- 
fort” was shown by arrangement with the Southern Pacific. 
C. R. Gartrell was chairman for the day. 





At a luncheon meeting of the Traffic Club of Minneapolis, 
October 12, D. W. Onan, C. W. Onan and R. D. Onan, of D. W. 
Onan and Sons, spoke on “War Production and Its Effect on 
Post-War Industry” and displayed a number of electrical ma- 
chines manufactured by their company. Arthur C. Johnson 
was chairman for the day. 





The York, Pa., Traffic Club held a dinner meeting October 
12 at which Major C. R. Holland, U. S. Army, instructor at 
the Carlisle Medical Field Service School, spoke on his expe- 
riences in Alaska and the Aleutian Islands. There was a pro- 
gram of music. J. H. Clark has been elected secretary succeed- 
ing V. H. Bollinger, who resigned. 





The Birmingham, Ala., Traffic and Transportation Club 
will hold an industrial night dinner meeting October 26 at 
which George A. Kelly, vcie-president, Pullman Company, will 
speak on “Pullman—The Portrait of An American Business. 
Hugh E. Parker heads the committee on arrangements. 


The Transportation Club of Des Moines, Ia., has elected the 
following officers: President, H. R. Van Maren, traffic manager, 
United States Rubber Company; first vice-president, A 
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Hobbs, vice-president, Des Moines Transportation Company; 
second vice-president, H. H. Jacobs, city freight agent, Milwau- 
kee Road; secretary-treasurer, C. W. Sheppard, freight and 
passenger agent, Santa Fe System; members, board of gov- 
ernors, Guy Adams, Bruce Motor Freight, Inc.; George E. 
Fender, Wood and Fender Trucking Company; E. L. Dutcher, 
Swift and Company; C. A. Hansen, Des Moines Chamber of 
Commerce; Ben Glaze, Rock Island Lines. The following have 
been appointed chairmen of the standing committees; Educa- 
tional, Mr. Hansen; entertainment, Jack Sandvig; program, 
Mr. Jacobs; publicity, Ray Kelsey; auditing, Stephen Robinson; 
py-laws, J. L. Berneking; reception, George Doll; house, Emil 
Carlson; sick, George Frey; golf, H. I. Schell; bowling, Dante 
Toson; inter-club, D. J. Rochford; membership, Mr. Hobbs; 
attendance, Mr. Glaze. R. I. Colvin has been appointed sergeant- 
at-arms. At a monthly dinner meeting, October 16, R. W. Neber- 
gall, chief, Iowa Bureau of Criminal Investigation, will speak. 





The transportation club of the Rochester, N. Y., Chamber 
of Commerce will hold a round table luncheon discussion meet- 
ing October 19. The Commission’s service order No. 242, pro- 
viding for increased demurrage charges on box cars held for 
loading and unloading, and other subjects will be discussed. 
Horace E. Barnes heads the round table committee. 





Members of the cast of “Winged Victory,” U. S. Army Air 
Forces show, will be guests at a luncheon meeting of the Los 
Angeles Transportation Club October 16. Several members of 
the cast will present a program of entertainment. Members of 
the club will attend a performance of the show October 24. 
A golf tournament will be held at the Inglewood Country Club 
October 19. 


I. Cc. C. Practitioners to Meet 


Warren H. Wagner, president of the Association of Inter- 
state Commerce Commission Practitioners, has notified mem- 
bers of the association that a special meeting will be held at 
Hotel Statler, Washington, D. C., October 27. He said that, at 
a meeting of the executive committee of the association, it had 
been decided that ‘‘certain administrative procedure bills pend- 
ing in Congress (H. R. 5081 and 5237, and S. 2030) are such 
that it is imperative that a special meeting of the association 
be held to consider that legislation during the time the Inter- 
state Commerce Commission is holding hearings in Ex Parte 
148, because of the many members who will be in attendance 
at those hearings, thereby eliminating unnecessary travel.” 

Mr. Wagner said that the association might decide to 
record its opposition to certain of the provisions of the bills. 
Presented by the bills, he said, was the question “as to the 
extent to which they will affect the power of the Commission 
to determine the qualifications of both lawyers and non-lawyers 
practicing before the Commission, and the extent to which 
those bills may affect the right of non-lawyers to appear before 
the Commission.” He added that the bills also contained pro- 
visions respecting the appointment of hearing commissioners 
or examiners, rules of evidence, findings and orders to be 
made and entered by hearing commissioners or examiners, 
appeals therefrom, judicial review, and other subjects. 

Mr. Wagner said that consideration would be given to the 
question whether the mail vote taken, last December, providing 
for an addition to the association’s code of ethics prohibiting 
the use of the title “Attorney” or “Counsel” by one not ad- 
mitted to the bar should be adopted. Election of officers, and 
any other business considered necessary to be acted on, would 
be taken up. 

In the evening, he said, an informal dinner would be held 
at the Hotel Statler, at which Elmer A. Smith, senior general 
attorney of the Illinois Central System, would deliver an ad- 
dress entitled ‘“‘The Interstate Commerce Commission: An In- 
dependent Tribunal or a Puppet of the Department of Justice.” 
Women would be welcome at the dinner, Mr. Wagner said. 
Tickets, he said, would be $5 a person, and reservations 
and checks should be sent promptly to Karl L. Wilson, 934 
Earle Building, Washington, D. C., checks to be payable to 
Charles E. Bell, treasurer. He said that, as space was limited, 
reservations for the dinner must be submitted at once and 
they would be granted in order of receipt. 


GENERAL AMERICAN SCHOLARSHIP FUND 


The General American Transportation Corporation, Chicago, 
has established scholarships with an initial value of $100,000 in 
the college of the University of Chicago. Established as a me- 
morial to company employes who have died in the war, the fund 
Will provide for approximately 20 to 25 scholarships in 1945 and 
or a greater number thereafter. Children of any of the 6,500 
employes who have been employed three years or more are 
eligible for the scholarships, except children of the officers and 
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directors. The scholarships will provide $1,200 a year for resi- 
dent students and $500 for those living at home, and will con- 
tinue as long as the recipient successfully carries a full course 
of study leading to a bachelor’s degree. The first scholarships 
will be awarded to students entering the mid-year class of the 
college in February, 1945. 

Max Epstein, chairman of the board of the corporation, said 
that 14 of the 1,869 employes who had entered military service 
had died. He said the scholarships were established because, 
“as a trustee of that university, I am convinced that its college 
plan enables a boy or girl to get sound education without a 
waste of time.” Selection of the scholarship winners will be 
made solely by the university on the same basis as it awards its 
other college scholarships. 


SHIPBUILDING PROGRAM 


While the tonnage output for September increased but 
slightly as compared to that of August, faster ships predom- 
inated among the 124 vessels, aggregating 1,185,997 deadweight 
tons, delivered from United States merchant shipyards in Sep- 
tember, U. S. Maritime Commission officials announced, adding: 


Of the 65 faster vessels turned out in the maritime yards 34 were 
to meet needs of the navy and army. Among these were the assault 
ships which Secretary Forrestal has described as the ‘‘most urgent 
item on the production program,’’ built mainly over basic C-type and 
Victory hull designs. Also included were regular navy transports, 
army transports and frigates delivered to meet military requirements. 

Merchant ships in the faster-type category delivered in September 
were: seven Victory cargo, five C-type cargo, and 19 standard tankers. 
Other ships delivered in September were 43 Liberty cargo, seven 
coastal cargo, three concrete cargo, and two concrete barges. 

Maritime yards so far this year have turned out 1,233 vessels with 
a combined deadweight of 12,245,583 tons. Since Pearl Harbor to Octo- 
ber 1, 1944, they have built a grand total of 3,884 ships of 39,666,116 
tons deadweight. 

West Coast yards built 45 vessels including seven Victory cargo 
ships. East Coast yards delivered 39 vessels, while the Gulf Coast 

delivered 32 and Great Lakes yards turned out eight ships. 

East Coast yards built 410,300 deadweight tons of ships or 34.6 
per cent of the total tonnage. Although West Coast yards turned out 
more vessels they fell into second place for tonnage having built 
404,555 deadweight tons of shipping or 34.1 per cent of the total. The 
339,082 deadweight tons built by ‘Gulf Coast yards as 28.6 per cent, 
while the 32,060 deadweight tons built in the Great Lakes yards was 
2.7 per cent of the total tonnage. 


W. S. A. PAYS FOR SHIP LOSS 


The War Shipping Administration has agreed to pay the 
American President Lines, Ltd., $7,000,000 for the loss of the 
pre-war liner President Coolidge, sunk by mine in the south- 
west Pacific October 26, 1942, without loss of life it has an- 
nounced. The decision is in accord with provisions of the mer- 
chant marine act of 1936 and conforms to requirements laid 
down by the Advisory Board on Just Compensation appointed 
by President Roosevelt, according to the W. S. A., which adds: 


One of the largest combination freight and passenger vessels flying 
the American flag before the war, the President Coolidge was com- 
pleted by the Newport News Shipbuilding and Dry Dock Co. in October, 
1931. Cost of construction was $8,017,690. The ship’s deadweight ton- 
nage was 17,200 and her speed 20 knots. She had accommodations for 
305 first class passengers, 133 tourist class and 402 steerage passengers. 
In pre-war days she was operated in the trans-Pacific trade between 
the west coast and various ports in China, Japan and the Philippine 
Islands. 


Soon after Pearl Harbor, on December 31, 1941, the liner was 


bareboat chartered by the U. S. Maritime Commission and transferred 
to the navy. 


PIER CHARGES ON LIQUORS 


In No. 636, Continental Distributing Co., Inc., 444 West 
Grand Avenue; Chicago 10, Ill., vs. Companhia Colonial De 
Navegacao and James W. Elwell & Co., Inc., 17 State St., New 
York, N. Y., as agent for Steamship Malange, complainant has 
asked the Maritime Commission to issue a cease and desist 
order, require establishment of lawful charges for the future 
and to award reparation of $410.20 because of alleged unlawful 
charges on account of cargo of liquors shipped from Portugal 
and discharged at Philadelphia, Pa., remaining on pier after 
expiration of free time. Complainant alleges that due to con- 
ditions prevailing at the time, over which it had no control, 
the charges in issue were assessed. 


FOREIGN TRADE AND SHIPPING HEARINGS 


The House special committee on post-war economic policy 
and planning, of which Representative Worley, of Texas, is 
chairman, plans to resume hearings October 24 in the course 
of which steamship officials are expected to testify (see Traffic 
World, Sept. 30, p. 857). 

































































































































































































































SUBSCRIBE FOR 


THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BU TIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get = of those that will change your rates, 
well in advance of the effective dates. 





2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to a commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number of the committees are 
printed to advise the subscriber of the decision 
reached on each pao. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until r the 
new rates were published. 





3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are — in THE TRAFFIC BUL IN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of ch the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 


Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
8. 





The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and inerease the 
effectiveness of the work in your denartment. Send 
subscription teday. 


$6.25 for a trial three. mon 


THE TRAFFIC BULLETIN 


418 Seuth Market Street 








Chicago, Ill. 
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Digest of New Complaints 


29198, Wisconsin Steel Co. and International Harvester Co., toth 
of Chicago, Ill., vs. Chicago, West Pullman & Southern et al. 
Application of domestic rates to carload shipments of bar steel 
billets shipped by complainants in January and February, 1942, 
from Chicago to Newport News, Va., for export to Rangoon, Burma, 
and delivery to China Defense Supplies Corporation, consignee, 
which shipments were frustrated because of war conditions and 
reshipped inland, alleged to be in violation of sections 1, 2, 3 and 6, 
(Clifford H. Browder, 180 North Michigan Avenue, Chicago 1, [Il.) 


29199, Diamond T. Motor Car Co., Chicago, Ill., vs. Baltimore & 
Ohio et al. 


Rates charged, carload shipments of cranes and their equipment, 
shipped on various dates in 1943 and 1944 from Chattanooga, Tenn., 
to Chicago, alleged unjust and unreasonable in violation of section 
1. Reparation of $10,000 asked. (Ford D. Porter, 431 South Dear- 
born St.. Chicago 5, Ill.) 


. 29200, Diamond T. Motor Car Co. vs. Belt Railway Co. of Chicago 


et al. 


Rates charged, carload shipments of armor plate, shipped before 
and after May 15, 1943, from Berwick, Pa., to Chicago, alleged 
unjust and unreasonable in violation of section 1. Reparation of 
$9,000 asked. (Ford D. Porter, 431 South Dearborn Ct., Chicago 5, 
fl.) 


29201, Barneby-Cheney Engineering Co., Columbus, O., vs. A. T, 
& S. F. et al. 

Rates on numerous shipments of walnut shell charcoal and peach 
pit charcoal, in carloads, from Los Angeles and Stockton, Calif., to 
Columbus, O., in the period beginning two years prior to the date 
of the complaint, in violation of section 1. Asks cease and desist 
order, rates, and reparation. (S. S. Eisen, 140 Cedar St., New 
York 6, N. Y.) 


. 29202, Potash Co. of America, Carlsbad, N. M., et al. vs. Aberdeen 


& Rockfish et al. 

Rates on shipments of manure salts, muriate of potash, sulphate 
of potash, and sulphate of potash magnesia, in carloads, from Carls- 
bad and Loving, N. M., to points in the southwestern states of 
Texas, Oklahoma, Arkansas, Louisiana (west of the Mississippi 
River) and southern Missouri; to points in southern states of Ken- 
tucky, Tennessee, North Carolina, South Carolina, Mississippi, Lou- 
isiana (east of the Mississippi River), Alabama, Georgia, Florida 
and Virginia; to eastern trunk line states of New York, Pennsyl- 
vania, New Jersey, Delaware, Maryland, Virginia, and West Vir- 
ginia, and to the New England states of Maine, New Hampshire, 
Vermont, Massachusetts, Connecticut, and Rhode Island, in violation 
of section 1. Ask cease and desist order and rates for the future. 
(Wilbur La Roe, Jr., Frederick E. Brown, Arthur L. Winn., Jr., 
Investment Bldg., Washington 5, D. C.) 


. 29203, Rheem Manufacturing Co., Richmond, Calif., vs. Southern 


Pacific et al. 


Rates on various carloads of flat circular black steel sheets, 
shipped from Sparrow’s Point, Md., to Richmond, Calif., in the 
period from February 3, 1942, to date, alleged to have been unlawful. 
Also alleges that action of defendants in filing suit through Southern 
Pacific Co. to collect alleged undercharges had ‘‘tolled the run- 
ning of the statute as provided in section 16(3). Asks cease and de- 
sist order. (D. L. Rheem, vice-president, Rheem Manufacturing Co., 
Richmond, Calif.) 


SHIP LOSS SETTLEMENT 
Recommendation of the War Shipping Administration's 


committee on vessel compensation that the Grace Line, Inc., 
receive $6,875,000 in settlement of all claims in the loss of the 
pre-war liners Santa Elena and Santa Clara, has been approved 


by 


Administrator Land. Both vessels were victims of enemy 


action while in war service under bareboat charter, said the 


W. 


S. A., adding: 
The Santa Elena was built at Kearny, N. J., in 1933, costing, 


including betterments, $4,471,310. Of 7,424 deadweight tonnage, she had 
accommodations for 251 passengers. With geared turbine propulsion 
she had a speed of 19 knots. 


The Santa Clara was built in 1930 at Camden, N. J., and cost, 


including betterments, $3,541,167. Her deadweight tonnage was 6,650 
and she had accommodations for 221 passengers. Turbo-electric pro- 
pulsion gave her a speed of 1834-19 knots. 


The total of claims, including interest, presented by the owner 


of the vessels was $9,717,500. The settlement approved was in accord- 
ance with valuation determinations prescribed by the merchant marine 
act of 1936, as amended, and rules of the Advisory Board on Just Com- 
pensation. 








W. S. A. BILL SIGNED 


President Roosevelt has signed H. R. 4163, the bill amend- 


ing section 2 of Public Law 17, relating to functions of the War 


Shipping Administration. 
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rom the Bar-X Ranch 
to a Kitchen Range 

















































A General American stock car 
carries cattle to the stock yards. 
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... Beef-sides are speeded to your 
2 city in scientifically cooled General 
American refrigerator cars and the 
meat is soon cooking on your 
kitchen range. 


Packing plants, using rendering tanks made 
by General American Plate & Welding Divi- 
sion, also produce edible oils... 


GENERAL AMERICAN 
TRANSPORTATION 


CORPORATION 
Chicago 


.-. which are shipped in General American 
tank cars to General American Terminals 
for safe, protective storage and fast handling. 
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Bulk liquid storage terminals 
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Pressure vessels and other welded equipment 
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Aerocoach motor coaches 













One of a series of advertisements designed to 


show General American’s contribution to 








Process equipment of all kinds a — 
' everyday living and our part in the efficiency 


of American Industry during war and peace. 
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Books on Freight Traffic 


industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering scope of traffic management, training, ship- 
ping and receiving, management of equipment, rates, rate 
adjustments, tariffs, routing, tracing, expediting, claims, ex- 
press, parcel post, foreign trade, procedure before I. C. C. and 
state commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic departments, 
rules of freight classification, principles of rate making, tariff 
construction and interpretation, egy of rate structures, 
analysis of rate structures in freight rate territories, and the 
— of export and import rates. 160 pages, cloth bound, 


Selling Highway Freight Transportation, by Charles E. Parks 


Tells of the effect of regulation on truck line merchandising 
methods, shipping motives, sales resistance and how to meet 
it, suggested techniques for personal solicitation, and the 
most profitable fields for selling highway freight transporta- 
tion. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Twelve chapters covering the development and organization 
of water transportation, ports and port charges, freight for- 
warding and brokerage, documents and procedure, freight 
classification and rates, passenger, mail, and express services, 
government aid to and regulation of shipping, and summaries 
of marine policies of leading maritime nations. 107 pages, 
Paper cover, 50 cents. 
Selling Railroad Transportation, by Charles E. Parks 


An analysis of selling methods, qualifications of railroad sales- 
man, and what he should know, four groups of prospects, 
buying motives, analysis of buying process. 71 pages, paper 
cover, 50 cents. 


Raliroad Organization, Operation and Traffic, by G. Lloyd Wilson 


Nineteen chapters covering railroad development corporate 
organization, organization and personnel of traffic depart 
ments, operating departments, roadway and structures, rolling 
stock and equipment, yard and terminal operation, accounting, 
solicitation and traffic development, special and terminal serv- 
ices, passenger services and rates, freight rate making and 
changing, public relations. 144 pages, paper cover, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 


Seventeen chapters covering development of motor transporta- 
tion and highways, types of motor freight carriers, local and 
intercity services, principles of freight classifications and rate 
making, regulations governing tariffs and schedules, bills of 
lading and shipping documents, liability and insurance, ac- 
counting principies, analysis of regulation. 168 pages, cloth 
bound, $1.50. 
Air Transportation and Regulation, by G. Lloyd Wilson 


A 70-page paper cover booklet covering air mail services, the 
Place of air express in present day distribution, passenger 
services, the regulation of air transportation by local, state, 
federal and international agencies. 50 cents. 

Traffic Law, by G. Lloyd Wilson 


Ten chapters eager duties and liability of carriers, special 
rates and rebates, claims, embargoes, freight pooling, payment 
of freight charges, as governed by the interstate commerce 
act and common law, and as applied by the federal courts. 
70 pages, paper cover, 50 cents. 

Traffic Law and Procedure—Part 1, Services, by G. Lloyd Wilson 
This volume covers the transportation act and all amendments; 
the status, duties and obligations of carriers; the rights and 

rivileges of shippers; car service; distribution of cars; pool- 
ng; switching connections; transit services and privileges; 
terminal tacilities and services; embargoes; demurrage; the 
commodities clause; penalties and damages; etc. Cloth bound 


208 pages, $2.00. (Part 2—Rates, and Part 3—Procedure, will 
be published in 1944.) 


52 TRAFFIC LESSONS 
on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
In 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Freight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 
eography. territorial subdivisions, principles and rules of 
reight classification and rate making, rate structure, rate 
making machinery, tariff construction and _ interpretation. 
Cloth bound, 160 pages, $1.50. 

Part 2—Rallroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 

Part 4—Freight Shipping Documents, Routing and Claims 
Includes chapters on Shipping ee ae ik Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 


Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


All beoks shipped postpaid. If ten or more books are ordered at one 
time, deduct 10% from list price. Send remittance with order te 
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Personal Notes 


Ernst Holzborn, assistant director in charge of waterways 
transport, Office of Defense Transportation, Washington, D. C,, 
died October 11. He served more than 30 years in water trans- 
port service, and at one time was assistant director of the Com- 
mission’s bureau of water carriers. 


William H. Mahoney, assistant general traffic agent for the 
New York, New Haven and Hartford, died at Chicago Septem- 
ber 12. Frederick T. Smith, retired foreign freight agent, died 
at Braintree, Mass., October 8. 


Philip S. Bartlett, traffic manager, Economy Grocery Siores 
Corporation, died at Jamaica Plain, Mass., recently. 


Kenner S. Boreman has been appointed assistant freight 
traffic manager, traffic department, Nickel Plate Road, at Chi- 
cago, succeeding Joseph W. Brady, who died October 2 after 
serving with the company since 1912. Other appointments in- 
clude: Warren W. Brown, general freight agent, St. Louis; 
Ralph R. Deahl, assistant general freight agent, Chicago; Har- 
old Wilding, general agent, Pittsburgh; Ellsworth S. Bodie, 
assistant general freight agent, Washington, D. C.; James P. 
Christie, assistant general freight agent, Buffalo, N. Y. 


A. G. Anderson has been appointed general traffic manager 
for the Socony-Vacuum Oil Company at New York, succeeding 
L. H. Benner, who died recently. 


The legal departments of the Kansas City Southern and 
the Louisiana and Arkansas have been consolidated under the 
direction of F. H. Moore, recently elected vice-president, who 
has relinquished his positions as commerce counsel for the 
Kansas City Southern and general counsel for the Louisiana 
and Arkansas. J. R. Brown has been appointed general coun- 
sel, Kansas City, Mo.; W. E. Davis, general solicitor, Kansas 
City, and A. L. Burford, general solicitor, Shreveport, La. Other 
appointments are: William Nelson, mechanical assistant to gen- 
eral manager, Kansas City; J. M. Pierce, superintendent of 
machinery, Pittsburg, Kans.; F. W. Beatty, assistant treasurer, 
Kansas City; B. B. Barrett, master mechanic, Minden, La., with 
jurisdiction over the mechanical and car departments. 


H. H. Wilson has been appointed general eastern freight 
agent at New York, and H. F. Rose, general freight agent at 
Buffalo, N. Y., for the Grand Trunk-Canadian National. 


Major Merritt C. Thiem, chief of the operations division, 
sixth transportation zone, U. S. Army Transportation Corps, 
Chicago, has been promoted to the rank of lieutenant colonel. 
He formerly served as assistant secretary and assistant traffic 
manager, Fiber Box Association, Chicago. Major Erling E. 
Wilson has been appointed director of supply at the Jefferson- 
ville, Ind., Quartermaster Depot, succeeding Col. Howard H. 
Cloud, who has received an undisclosed overseas assignment. 
Major Wilson formerly conducted classes at the Academy of 
Advanced Traffic, New York. 


Howard C. Northern has been appointed district passenger 
agent for the Pennsylvania Railroad at St. Paul, Minn., suc- 
ceeding Leon B. Poore, who has retired after serving with the 
company 55 years. 


A. R. Mahaney, assistant superintendent of transportation, 
Pennsylvania Railroad, Philadelphia, will speak on “Railroad 
Operation” at a meeting of Delta Nu Alpha, transportation 
fraternity at the University of Pittsburgh, October 19. 


G. C. Tate has been appointed commercial agent at Paho- 
kee, Fla., for the Seaboard Air Line Railway, succeeding T= 
Kirk, who has resigned to enter other business service. 


George Batzel, traffic manager, Chapman and Smith, Chi- 
cago, has resigned as managing editor of ‘“‘Trafficmen’s Ass0- 
ciation News,” monthly publication of the Trafficmen’s Ass0- 
ciation of America. The association will hold a dinner meeting 
at the Sherman Hotel, Chicago, November 28. 


The following have been nominated for election to office 
by the alumni association of the College of Advanced Traffic, 
Chicago: For president, J. A. Kemper, Frisco Lines; vice- 
president, E. A. Richards, Revere Copper and Brass Company, 
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Not a stop—nor a pause— on the long steel trail 
But Onward! in dark of the Night— 

We have work to do and we’re going through 
For Green is our Signal Light! 


We will say: “Well, it’s done!” at the end of the run 
xo When our Task will be finished, quite— 

So, we’re Speeding On to meet the Dawn 

Of Victory over Might! 


“Gut WE OBSERVE BUT DO NOT CELEBRATE OUR 
aft 
te 
odie, se y 
Ps 
nager Y In the Emergency of War TIME is precious _ heart of Mother Earth black gold gushed Yj 
— Yj ... Not one moment must be lost... we shall forth to enrich communities and supply Ys, 
- Yy not celebrate. Without loss, however, we a nation! Ys 
r Yy fittingly ob important occasi 
aa Y ee ee Yes, our fathers had VISION! and COUR- Uj 
a Yy 4 AGE, too... the Courage of the Pioneer... Yj 
coun- Looking back, in contemplation, we gainnew the Valor of the Builder . . . but added to Z 
thal inspiration from the VISION, the COUR- these possessions was a greater attribute: YG 
: Z 
) gen AGE and the FAITH of our founders... | FAITH! Faith in America . .. in its Peoples Y 
t “i nee ' . GY 
surer, They foresaw that, through Transportation, °° * "#5 Institutions! They had Faith, too, in Zy Gj 
_ with a vast, sprawling, Southwestern area could, the wisdom of the Founding Fathers who UY 
and would, enter a new era of Industrial and conceived, and fashioned, a new Republic . .. Z 
reight : GZ 
nt at AE aa With them, they believed that Equality of GY, 
Even in their day they saw come true much Opportunity and Free Enterprise composed ZY 
vision, of that they had envisioned-... Arid Waste- the Foundation of an enduring Democracy. 
aaa lands became Fertile Fields, abundant in 
traffic their bounty ... Factories enlarged and mul- Their Faith convinced them that no unlaw- 
s S tiplied ... Villages became Towns... Towns ful exercise of power would hacked be per- 
‘a HL grew into Cities, expanding with the years... mitted to weaken that Foundation or destroy 
iment. 


Increasingly nourished was the Social Life! 
Schools dotted the landscape ... New 
Churches sent their spires aloft to receive 
a benediction from the sky . .. Lanes of Com- 
merce (the Railways and the Highways) 
coursed their way through what had been 


the Institutions based upon it. 


We, who are privileged to succeed the build- 
ers of the St. Louis Southwestern, share that 
Faith. We believe it is Your Faith and that 
of All Americans! With you, with them, we 


look forward to days of bright fulfillment 
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and H. Zierfuss, P. and A. Shippers; treasurer, D. Stanley, 
Aluminum Company of America, and H. Schauble, Booth Fish- 
eries Corporation; financial secretary, N. Nystrom, Glidden 
Company, and Ted Busch, Clipper Carloading Company; re- 
cording secretary, F. Kania, Merchant Shippers’ Association, 
and M. Corner; parliamentarian, F. Wallwork, Lehigh Portland 
Cement Company, and G. Swanson, United Shipping Company; 
members, board of governors, for two years, G. Lenz, Wilson 
Truck Lines; H. Long, Fred Olson and Son Motor Service; 
J. Murphy, Standard Freight Lines, and F. Smolarek, Railway 
Express Agency; member, for one year, H. Meshboum, Glolite 
Corporation, and Harry Machin, Foster Freight Lines. A forum 
discussion will be held at a monthly dinner meeting at the 
Skyl'ne Athletic Club October 17. The annual election meeting 
will be held November 21. 











E. A. Buchmann has been appointed division manager, and 
John W. O’Connell, traffic representative, at New York, for 
Truck-Rail Terminals, Inc. 





D. P. C. MOTOR EQUIPMENT CONTRACT 


The Defense Plant Corporation, subsidiary of the Recon- 
struction Finance Corporation, according to an announcement 
made by Secretary of Commerce Jones, has authorized execu- 
tion of a contract with Lancaster Transportation Co., Inc., 
Lancaster, Pa., to provide motor transportation facilities at a 
cost of approximately $80,000 for operation in Pennsylvania 
and adjoining eastern states. Lancaster Transportation Co. 
would operate the facilities, title to which would remain in the 
D. P. C., said Mr. Jones. 


















CHANGES IN DOCKET 

Hearing MC 53194, Sub. 2, October 12, Cleveland, O., postponed to 
November 24, Hotel Cleveland, Cleveland, O., Examiner Parker. 

Hearing MC 103157, Sub. 3, October 13, Albuquerque, N. M., post- 
poned to November 14, Hilton Hotel, Albuquerque, N. M., Jt. Bd, 87. 

Hearing MC 46879, Sub. 2, October 12, Brooklyn, N. Y., postponed 
to November 16, Hotel St. George, Brooklyn, N. Y., Examiner Schu- 
trumpf. 










The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 











Cerrar reer a 


Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignnients 
now on the Commission’s docket of dates later than herein s/:own 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 
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October 16—Brooklyn, N. Y.—Hotel St. George—Examiner Badian: 
MC 61019 Sub. 3—Fish Transport Co., Inc., New Bedford, Mass., cer. 
tificate to extend operations. 


October 16—Chicago, II1._—Sherman Hotel—Examiner Smith: 
MC-F 2603—E. McClosky, control; McClosky and Shaffer, Inc.. pur. 
chase, F. Korte and R. H. Korte. 
October 16—Columbus, O.—Deshler Wallick Hotel—Examiner Higgins: 
MC-F 2575—C. T. Livezey, control; Ohio Cartage Co., purchase, At. 
lantic Trucking Co., Ine. 


October 16—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
1. & S. M-2448—Petroleum products from and to Ind., Ohio and Mich. 
October 16—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 36, 178 and 
140: 
MC 10132—Sub. 10—Lipp Service Station, Park, Kan., certificate tg 
extend operations. 
MC 29803 Sub. 8—I. Crouse, Dodge City, Kan., to extend operations, 
MC 66405 Sub. 6—F. Thompson, Belleville, Kan., to extend operations, 
October 16—Los Angeles, Calif.—Fed. Bldg.—Examiner Freidson: 
MC 19416 Sub. 5—C. H. Dunn, Dallas, Tex. 
October 16—Minneapolis, Minn.—Hotel Nicollet—Examiner Dunn: 


MC 104688 Sub. 7—Indianhead Truck Line, St. Paul, Minn., certificate 
to extend operations. 


October 16—St. Louis, Mo.—Mark Twain Hotel—Examiner Simmons: 
MC 105146—Columbia Motor Transport Co., St. Louis, Mo., certificate, 


October 16—Washington, D. C.—Examiners Croft and Kassell: 

1. & S. M-2240—Minimum charges in central territory. 

1. & S. M-2436—Minimum.charges per shipment in east. 

1. & S. M-2450—Continental Transp. Lines, Inc., minimum charges. 
October 16—Washington, D. C.—Argument: 

28971—-Certain-Teed Products Corp. vs. A. & St. A. B. et al. 

28971 Sub. 1—Celotex Corp. vs. Aberdeen and Rockfish et al. 

29033—United States Gypsum Co. vs. Aberdeen and Rockfish et al. 
October 17—Chicago, IIl.—Sherman Hotel—Jt. Bd. 54: 

MC-C 406—Dohrn Transfer Co. vs. Rock Island Motor Transit Co 












Many shipping problems 
must be answered 


Now—when the “big push” is on, the Signode 
System is strapping all kinds of shipments for 
fast dispatch to many war fronts. 


The wide experience that Signode Shipping 
Engineers have gained through engineered 
methods, including carload bracing for all types 
of products in many industries, can be laid be- 
fore you to aid in solving your shipping problems. 


Added to this knowledge is the careful testing 
and checking of packing and stowing methods as 
developed in the Signode Laboratory. Call or write x 







serve you. 
34 Branches throughout the Nation. 





your nearby Signode representative who is ready to X : 


Brooklyn, N. Y.: 364 Furman Street * 


—" BUNDLES 


STEEL STRAPPING COMPANY 
2613 N. Western Ave., Chicago 47, Illinois 
San Francisco, Calif.: 45! Bryant St. 
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Due to the national emer- 
gency Delta Line service is 
now controlled by the War 
Shipping Administration 


FOR SAILING INFORMATION APPLY 





MISSISSIPPI SHIPPING COMPANY, INC. * NEW ORLEANS 


NEW YORK—2841-17 BATTERY PLACE 
CHICAGO — 140 SO. DEARBORN ST. 











501 HIBERNIA BANK BUILDING—NEW ORLEANS 








HR EWURESS 


the shortest distance 
between two points! 

















A Money-Saving, 
High-Speed Tool 
For Every Business 


With additional planes and space available for all urgent cargo, 
3-mile-a-minute Air Express directly serves hundreds of U.S. 
cities and scores of foreign countries. And shippers nationwide 
are now saving an average of more than 10% on Air Express 
charges — as a result of increased efficiency developed to meet 
wartime demands. 


WRITE TODAY for “North, East, South, West’’— an informative 
booklet that will stimulate the thinking of every executive. 
Dept. PR-11, Railway Express Agency, 230 Park Avenue, 
New York 17, N. Y., or ask for it at any local office. 





Phone RAILWAY EXPRESS AGENCY, AIR EXPRESS DIVISION 
Representing the AIRLINES of the United States 
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@ The “‘service of supply’’ isn’t 
confined to the battle fronts. It 
begins here at home... begins with 
the transportation of raw materials 

.with the shipment of armament, 
food, clothing and other vital sup- 
plies to military camps and seaports. 


ob; a job for the railroads; for Union 


Pacific. Over the strategic middle route, uniting 
the East with the Pacific Coast, heavy freight 
trains rumble to complete their missions. And 
those missions will be carried out, day and night, 
until victory is ours. 


Union Pacific train crews—and many other thou- 
sands of men and women employes—are in the 

‘service of supply.’ They’re keeping ’em rolling. 
Many other thousands are in uniform. Loyal Amer- 


icans—all 


liberty the 


future security . 


of them—working and fighting for the 
y love... for the right to provide for 
for the spirit of equal oppor- 


tunity that is the foundation of your America. 


- 
* 
' 
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A. J. SEITZ 
Gen’l Freight Trafhe Mgr. 
Union Pacific Railroad 
Omaha, Neb. 
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October 17—Chicago, |I|.—Sherman Hotel—Examiner Smith: | 
MC-F 2604—C. F. Wren et al., control; All American Bus and Invest. 
ment Co., control; All American Bus Lines, Inc., merger, Northern 
Trails, Inc. 
MC-F 2605—All American Bus Lines, Inc., issuance of stock. 


October 17—Cincinnati, O.—Gibson Hotel—Examiner Higgins: 
MC-F 2588—O. Maxwell, control, Phil’s Fast Freight, Inc. 


October 17—Dallas, Tex.—Baker Hotel—Examiner Waters: 
MC 50544 and Subs. 1, 2, 3, 4, 5, 6, 7, 8, 9, 10, 11, 12, 14, 19, 21, 29, 
24 and 30.—Texas & Pacific Motor Transport Co. 


October 17—Vernal, Utah—Ct. House—Jt. Bds. 213 and 280: 
MC 104680 Sub. 1—S. D. Tanner, Vernal, Utah, certificate. 
MC 104041 Sub. 2—Jacobson and Allen, Vernal, Utah, certificate to 
extend operations. 
October 17—Washington, D. C.—Examiner McHale: 
Ex Parte MC 4—Qualifications of Employes and Safety of Operation 
and Equipment of Common and Contract Motor Carriers. 
October 18—Chicago, I!1_—Sherman Hotel—Jt. Bd. 72: 
MC 1503 Sub. 38—Central Greyhound Lines, Inc., Cleveland, O., cer 
tificate to extend operations. 


October 18—Chicago, IIl.—Sherman Hotel—Examiner Smith: 
MC-F 2440—M. A. Riddle, control; Hancock Truck Lines, Inc., 
chase, L. J. Davidson. 
MC-F 2441—M. A. Riddle, control; Hancock Truck Lines, Inc., 
chase, McNamara Motor Express, Inc. 


October 18—Minneapolis, Minn.—Hotel Nicollet—Examiner Dunn: 
MC 105007 Sub. 1—R. Matson, Hayward, Minn., certificate. 
October 18—St. Louis, Mo.—Mark Twain Hotel—Commissioner Splawn 
and Examiner Fuller: 
29170—Continental Grain Co. vs. Inland Waterways Corp. 
October 18—Washington, D. C.—Argument: 
29003—-Jacksonville Port Terminal Operators Assoc. 
N. et al. 
October 18—Washington, D. C.—Jt. Bd. 65: 
MC 33520 Sub. 4—Follmer Trucking Co., Danville, Pa. 


October 19—Chicago, I!l.—Sherman Hotel—Jt. Bd. 54: 
MC 48103 Sub. 5—Black Hawk Motor Transit Co., 
tificate to extend operations. 


October 19—Chicago, IIl.—Sherman Hotel—Examiner Parker: 
MC 66539 Sub. 1—I. L. & C. Co., Chicago, Ill., permit to extend 
operations. 
October 19—Chicago, IIl.—Sherman Hotel—Examiner Smith: 
MC-F 2632—W. C. Bacon, control; Central Motor Freight Co., 
chase, Michicago Motor Express, Inc. 
MC-F 2633—W. C. Bacon, control; Milwaukee Truck Service, Inc. 
purchase, Michicago Motor Express, Inc. 


October 19—Idaho Falls, |daho—Fed. Bldg.—Jt. Bd. 49: 
MC 105154—A. C. Nichols, Idaho Falls, Idaho, certificate. 


October 19—Kansas City, Mo.—Hotel Pickwick—Examiner Cantrell: 
MC 61227 Sub. 1—A-B-C Fireproof Warehouse Co., Kansas City, Mo., 
certificate to extend operations. 
October 19—Kansas City, Mo.—Hotel Pickwick—Examiner Higgins: 
MC-F 2585—C. Vernon, control; Mid-States Freight Lines, Inc., pur 
chase, Southern Transit Co. 
October 19—Los Angeles, Calif.—Fed. Bldg.—Jt. Bd. 75: 


MC 55223 Sub. 7—Santa Fe Transportation Co., Los Angeles, Calif., 
certificate to extend operations. 


October 19—Sioux City, !a.—Warrior Hotel—Jt. Bd. 148: 
MC 105138—L. Swanson, Centerville, S. D., certificate. 
October 19—Sioux City, la.—Warrior Hotel—Jt. Bd. 138: 
MC 95150 Sub. 1—C. H. Hanneman, Brunswick, Neb., 

extend operations. 


October 19—Washington, D. C.—Argument: 
28909—Idaho Refining Co., et al., vs. Northern Pacific, et al. 
28985—Idaho Refining Co., et al., vs. C. B. & Q., et al. 
28993—-Norris Stamping & Manufacturing Co., vs. P. R. R., et al. 


October 20—Indianapolis, Ind.—U. S. Ct.—Jt. Bd. 72: ‘ 
MC 14295 Sub. 3—D. G. & U. Truck Lines, Inc., Greenville, O., cer 
tificate to extend operations. 


October 20—Sioux City, la.—Warrior Hotel—Examiner Dunn and Jt. § 
Bd. 138: 
MC 96530—Will Truck Service, Aurelia, Ia., certificate or permit. 
MC 96530 Sub. 1—Will Truck Service, Aurelia, Ia., certificate to ex- 
tend operations. 


October 20—Tulsa, Okla.—Mayo Hotel—Examiner Higgins: 
MC-F 2549—G. E. Breeding and I. Breeding, purchase, E. W. Lyman. 
MC-F 2626—G. E. Breeding and I. Breeding, purchase, Tri-State Motor 
Transport, Inc. 


October 20—Washington, D. C.—Argument: 
I. & S. 5267—Clothing in bales in official territory. 
29004—-Traffic Bureau—Lynchburg Chamber of Commerce for Quinn 
Marshall Co., Inc. vs. Southern, et al. 
Fourth Section Appl. 20539—Clothing between points in officia! and 
southern territories. 
29028—Lakeville Creamery Co. vs. Ry. Express Agency, Inc., 


October 21—Indianapolis, Ind.—U. S. Ct.—Examiner Parker: 
MC 105175—L. Bell, Fowler, Ind., certificate. 


October 21—Sioux Falls, S. D.—U. S. Ct.—Jt. Bd. 230: 
MC 83217 Sub- 3—McLaren Dray & Transfer, Flandreau, S. D 
tificate to extend operations. 
MC 83217 Sub. 4#—McLaren Dray & Transfer, Flandreau, S. D 
tificate. 
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“America’s Most Modern Port” 
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FASTER — DIRECT — L.C.L. — RAIL SERVICE 
10: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


e 
Pick Up and Store Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 


rr Quinn 
icial and 


c., et al. 








FRISCO FASTER Fs 
A GREAT 


RAILROAD 





STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York's West 
Side midtown skyline, the STARRETT-LEHIGH BUILDING 


offers the manufacturer and distributor superior advantages: 


e Lehigh Valley R.R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 
facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 


units may De leased 
e High safety standards—lJow insurance rates 
e Live steam for manufacturing purposes 
eFast passenger elevators; restaurant; barber shop. 


INVESTIGATE .... learn what satisfied, 
nationally-known occupants are doing at the 


Starretit-Lehigh Building 


West 26th — West 27th Streets—lIlth to 18th Avenues 


D. R. CROTSLEY, Manager, 601 West 26th Street Tel.: CHickering 4-5520 





National Freight Rate Service Will Make 
Your Rate Finding and 


Checking Speedier and 


M ore A ccurate 


@ Speed and accuracy in 

rate finding and checking 

are the reasons you should 

not overlook investigating 

the National Freight Rate 

Service. But, besides these two basic advantages, there 
are many others which give you a big return on your 58 
cents-a-week investment. 

Here are the advantages to you: accurate, fast and easy 
to use, saves time looking through supplements, provides 
comparisons of rates, well arranged and efficient rate au- 
thority, a great saving in doing away with need for tariff 
file and full-time employes to read and interpret tariffs. 

National Freight Rate Service can be the most effective 
and low-cost employe on your traffic department pay- 
roll. Use it now. Use it in post-war. 

At no obligation to you, write today for a ten-day free 
trial of NFRS. You can also have parcel post and express 


| rates at less than ten cents per week extra. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 


30 years of continuous up-to-the-minute rate information. 
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October 21—Springfield, Mass.—Fed. Bldg.—Assistant Director Snow: 
FF-61—Sheldon Transfer & Storage Co., Inc., Holyoke, Mass., permit. 
October 21—Washington, D. C.—Argument: 
1. & S. 5296—Clay or shale cinders in the southwest. 
October 23—Brooklyn, N. Y.—Hotel St. 
Snow: 


FF-96—New York-Philadelphia Dispatch, Jersey City, N. J., permit. 
FF-113—Baltimore-New York Dispatch, Inc., Baltimore, Md., permit. 


October 23—Brooklyn, N. Y.—Hotel St. George—Examiner Wilkinson: 
Finance 10913—Western Pacific reorganization. 


October 23—Cleveland, O.—Hotel Cleveland—Examiner Dunn: 
MC 49445—Allied Motor Express, Inc., Cleveland. O.. certificate or 
permit 
MC 49445 Sub. 3—Allied Motor Express, Inc., Cleveland, O., certificate 
to extend operations. 
October 23—Iindianapolis, Ind.—U. S. Ct.—Examiner Parker: 
McC 2969—North Star Express, Chalmers, Ind. 


George—Assistant Director 








Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 


The Jacobs Transfer Company, Inc. 


Established 1859 


61 Pierce Street. N. E. 7 Washington 2, D. C. 


Phone District 2412 


SERVING? GREAT PORTS 
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October 23—Dallas, Tex.—Baker Hotel—Examiner Higgins: 

MC-F 2630—American Liberty Oil Co., control; American Liberty Pipe 
Line Co., control and merger, Dixie Motor Coach Corp., and Sun- 
shine Bus Lines, Inc. 

October 23—Washington, D. C.—Argument: 
29011—Corporation Comm. State of Okla. vs. Midland Valley, e: al. 
29011 Sub. 1—Allied Steel Products Corp. vs. A. T. & S. F., et ai, 

October 23—Washington, D. C.—Commissioners Aitchison, Mahaffie, 

Splawn: 
Ex Parte 148—Increased railway rates, fares, and charges 1942. 


October 23—Wichita, Kan.—Broadview Hotel—Jt. Bds. 52 and 39: 
MC 102711 Sub. 4 and Sub. 5—Southern Kansas Lines, Independence, 
Kan., certificate to extend operations. 


October 24—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 16: 
MC 105169—Oil Trailways, Wichita Falls, Tex., certificate. 


October 24—Indianapolis, Ind.—U. S. Ct.—Examiner Parker: 
MC 74588 and Subs. 1, 2, 6, 8, 9, 10, 11, 16, and 18—Marion Trucking 
Co., Inc., Marion, Ind. 


October 24—Jacksonville, Fla.—Mayflower Hotel—Examiner Weems: 
1. & S. 5322—Citrus Pomace south to official territory. 


October 24—Washington, D. C.—Examiner Jordan: 

* Finance 14716—Appl. of M., K., T., of T. for authority to modify 
user contract with SA. B. & T. 

* Finance 2694—Suppl. appl. of M., K., T., of T. for authority to modify 
leases of Tex., Cent., Wichita Falls, Wichita Falls & Northwestern 
of Tex. and Wichita Falls & Wellington of Tex. 


October 24—Williamsport, Pa.—U. S. Ct.—Jt. Bd. 42: 
MC 67646 Sub. 22—Hall’s Motor Transit Co., Sunbury, Pa., 
to extend operations. 


October 25—Amarillo, Tex.—Capitol Hotel—Jt. Bd. 210: 
MC 104943—A. E. Alcorn, Slaton, Tex., certificate. 

October 25—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 

MC 9259 Sub. 22—Bowen Motor Coaches, Fort Worth, Tex., cer- 
tificate to extend operations. 

October 25—Jacksonville, Fla.—Mayflower Hotel—Examiner Weems: 

1. & S. 5277—Switching at Jacksonville, Fla. 

October 25—Little Rock, Ark.—McGehee Hotel—Jt. Bd. 217: 

MC 29130 Sub. 40—Rock Island Motor Transit Co., Chicago, IIl., cer. 
tificete to extend operations. 

October 25—Washington, D. C.—Examiners Albus and Starr: 

* Finance 14706—Appl. of Columbia & Millstadt for authority to pur- 
chase from G., M. and O. and to operate line of railroad extending 
from Millstadt Junction to Millstadt, Ill. 

* Finance 14707—Appl. of Columbia & Millstadt for authority to issue 
capital stock. 

October 26—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 152: 


MC 1210 Sub. 24—Ozark Motor Lines, Dallas, Tex., 
extend operations. 


October 27—Cheyenne, Wyo.—State Comm.—Examiner Freidson: 
* | & S. M 2455—Petroleum product, Lovell, Wyo., to Neb. points. 
October 27—Joplin, Mo.—Fed. Bldg.—Jt. Bd. 91: 
MC 52713 Sub. 2—Smith Truck Lines, Cassville, Mo., certificate to ex- 
tend operations. 
October 28—Springfield, Mo.—U. S. Ct.—Jt. Bd. 179: 
MC 62621 Sub. 4—A. W. Shepherd Bus Lines, Springfield, Mo., cer- 
tificate to extend operations. 
October 30—Birmingham, Ala.—Thomas 
Weems: 
29178—Berman Bros. Iron & Metal Co. vs. A. G. S. et al. 
October 30—Detroit, Mich.—Hotel Ft. Shelby—Assistant Director Snow: 
W-751—Commercial Barge Lines, Inc., extens‘on, automobiles. 
October 30—Knoxville, Tenn.—U. S. Ct.—Examiner Yardley: 
MC 97 Sub. 1—Fireproof Storage and Van Co., Inc., Knoxville, Tenn., 
certificate to extend operations. 
MC 105213—Sutton Transfer & Storage Co., 
tificate. 
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_Decatur Cartage Co. 


20th St. & Wentworth Ave., Chicago 16, Ill. 
WALTER MULLADY, President * 


COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S. C. I. No. 418A-1-10; P. S.C. i 
No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U. S. Customs Bond. Estab 
lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25 ,000-$50,000: 
Property Damage, $50,000. 


Telephone—Victory 6000 
R. A. BAENSCH, V. P.-Traffic 


Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis, 


St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on the 


| Watch Display advertisements on the 
index page of TRAFFIC WORLD. 


map. 


siniation service whose dependability amply proves that “FOR SHIPMENTS MIDW EST, 


. served day and night by our great fleet of modern transports . . . affording « tran* 


DECATUR IS BEST.” 
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WORLD'S LARGEST LONG-DISTANCE MOVERS OF HOUSE- 
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History Repeats Itself 


As in the days of yore, a vast new American Mer- 
chant Marine again carries needed supplies to our 
many battlefronts. In the postwar period, this great 
fleet of business ambassadors sailing the Seven 
Seas with “something to swap” can bring prosperity 
to every American. 


DIVISION OF POPE 
AND TALBOT, INC. 
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For Unsurpassed 


LONG DISTANCE 
MOVING 


Bekins Van & Storage Company is one of the west’s 
leading representatives for Allied Van Lines — world’s 
largest long distance moving organization with over 650 
affliated members. The combined facilities of Bekins 


and Allied are serving the nation—in war as in peace. 


BEKING 


ow sone » Year 
VAN LINES co. 


Offices or Agents in All Principal Cities 





Cleveland’s most friendly hotel 
is its most convenient one, too. 


Aho! Cherelord 


CLEVELAND, OHIO 


Directly connected with Union Passenger 
Terminal 
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October 30—St. Louis, Mo.—Mark Twain Hotel—Examiner Cantrell: 
MC 57771 Sub. 6—Hinson Truck Equipment Mo., Centralia, Ill., cer- 
tificate to extend operations. 


October 31—Birmingham, Ala.— Thomas Jefferson Hotel—Examiner 
Weems: 
1. & S. 5323—Class Rates between A. & S. A. B. Ry. and west. 


October 31—Nashville, Tenn.—Andrew Jackson Hotel—Jt. Bd. 107: 
MC 29957 Sub. 45—Tri-State Transit Co. of Louisiana, Inc., Shreve- 
port, La., certificate to extend operations. 


October 31—St. Louis, Mo.—Mark Twain Hotel—Examiner Cantrell: 
MC 72958 Sub. 1—Day Transfer Co., Cape Girardeau, Mo., certificate 
to extend operations. 
October 31—Washington, D. C.—Examiner Kilroy: 
MC C 433—Clark Thread Co. vs. Atlantic States Motor Lines, Inc. 
November 1—Billings, Mont.—City Hall—Jt. Bd. 84: 
* MC 104228 Sub. 2—Hollar Transport, Billings, Mont., certificate to 
extend operations. 


November 1—Brooklyn, N. Y.—Hotel St. George—Examiner Schutrumpf: 
MC-C 407—Great Atlantic & Pacific Tea Co. vs. Ontario Freight Lines. 
November 1—Chicago, II1.—Morrison Hotel—Asst. Director Snow: 
FF-162—Fashion Fast Freight. 
November 1—Indianapolis, Ind.—U. S. Ct.—Examiner Higgins: 
MC-F 2596—R. Marcuccilli et al., control; Marion Trucking Co., Inc., 
purchase Harwood Trucking, Inc., and Jaqua Transit Lines, Inc. 








laasified Advertise 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
(Reader ads—$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 

5 time, 13 time, 26 time, and 52 time.Classified ds, discount rates + 









WANTED TO BUY—Used Wetzel tariff file cabinets. Address Box 
279, Chicago office Traffic World. 





1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, IIl. 





FOR SALE—Interstate carrier rights for motion picture films and 
materials, equipment and supplies between St. Paul, Minn., and Sioux 
Falls, S. D. Reply Paul D. Schriber, Receiver, 1515 Pioneer Bldg., 
St. Paul 1, Minn. 





- WANTED—Traffic Manager by Chamber of Commerce, Watertown, 
South Dakota. Applicant should be Registered Practitioner. State 





FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $1950 each! 


Which of these cars could you use? 


55—Hopper, Double, 50-Ton 
10—Hopper, Side-Discharge, 50-Ton 
100—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
14—Ballast, Composite, 50-Ton 
25—Box, 36-Ft., 40-Ton 
6—Dump, K & J, Automatic, 30-Yd., 50-Ton 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
4—Dump, Western, 20-Yd., 40- and 50-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
38—Gondola, Composite, 36-Ft. and 40-Ft., 40-Ton 
9—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
39 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“ANYTHING conteining IRON or STEEL'’ 
















Wii mitt; 





TRAFFIC WOELD 






November 1—St, Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC 105190—R. H. Hake, Hoyleton, IIll., certificate. 


November 1—Philadelphia, Pa.—U. S. Ct.—Jt. Bd. 67: 
MC C 410—Needham’s Motor Service, Inc., vs. Casper’s South Jersey 
Express. 
November 2—Billings, Mont.—City Hall—Jt. Bd. 123: 
* MC 88701 Sub. 2—C. Greening, Laurel, Mont., to extend operations, 
November 2—Brooklyn, N. Y.—Hotel St. George—Examiner Schutruinpf: 
MC 27578 Sub. 1—Baldwin Transportation Corp., New York, N. y,, 
certificate to extend operations. 
MC 95042 Sub. 3—M. Godick, Brooklyn, N. Y., permit to exteng 
operations. ; 


November 2—Chicago, !!1.—Morrison Hotel—Asst. Director Snow: 
FF-78—Truck-Rail Terminals, Inc., freight forwarder application. 


November 2—Cincinnati, O.—Gibson Hotel—Jt. Bd. 62: 
MC 103780 Sub. 6—O. Maxwell Co., Cincinnati O., permit to exteng 
operations. 


November 2—Cincinnati, O.—Gibson Hotel—Examiner Cantrell: 
MC 1222 Sub. 6—Reinhardt Transfer Co., Portsmouth, O., certificate 
to extend operations. 


November 2—Fort Worth, Tex.—Texas Hotel—Examiner Borroughs: 
1. & S. M-2394—Oil field equipment and supplies. 


November 2—Washington, D. C.—Commissioner Mahaffie nd Assistant 
Director Boles: 

* Finance 14692—Appl. of C. & O. for authority to acquire properties 
of Norfolk Terminal and Transportation Co. and for authority to 
assume as primary obligator, obligation and liability in respect 
of payment of principal and interest on $500,000, principal amount 
of First Mortgage 5% Gold Bonds of Norfolk Terminal and Trans- 
portation Co. Suppl. Appl. of Alleghany Corp. (as company con- 
trolling C. & O.) joining in Appl. made by C. & O. for authority to 
acquire properties of Norfolk Terminal and Transportation Co. 











YOUR BONDS 


MEAN 


DEAD JAPS! 


hotel 


feennox 
Gt Lous 


EVERY ROOM AIR-CONDITIONED 
NOISEPROOFED 








F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 

Rio Grande Building 
1531 Stout St., DENVER 
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Acids, alkalis and salts 
Automobiles and trucks 
Bauxite 

Canned goods 

Caustic soda 

Cement 


Chemicals—packaged or bulk 


Coal and Coke 
Concrete blocks 
Contractors equipment 
Cotton 

Farm and road equipment 
Fertilizer 

Fluorspar 

Flue dust 

Grain 

Lumber 

Matches 

Machinery 

Nitrate of soda 

Ore 

Petroleum products 
Rubber 
Scale 
Scrap 


Steel products 
Sulphur 

Sugar 

Salt 

Sulphate of Ammonia 
Tar 


and countless other commodities 


Vf your product is on this [ist 


When you discover that your product lends itself to 
I river transportation—things happen. Profits jump— 
- markets multiply—customer service becomes easy. 
=~y Let us prove this. Let us explain how modern tow- 
Z boats and barges, deeper river channels and precision 
traffic control have extended inland waterway facilities 
to include a wider range of products and tonnages. 
Write for the Union Barge Booklet and 
ask for rates. Learn why we say, “No 
other form of shipping can offer you such 
positive and important savings.” You 
may also request (on your company letter- 
head) one of our decorative 5-color maps 
and see how you can reach most of the key U. S. 
distributing centers by Union Barge. Bring yourself 
up-to-date on a transportation system that offers you 
a definite marketing advantage. 


Union Barge Line Corporation 
DRAVO BUILDING » PITTSBURGH 22, PA. 


J-8896 


RE a Ce em cen ee ot! 




















“Pack up your troubles” by packing goods 
carefully! Truck Lines are doing a swell war- 


a big dieunes ! 





Yes, packing materials are scarce. So you’ve 
got to choose ’em with greater care than ever. 
Liquid goods in weak containers... haphazard 
packing, labeling, handling .. . all can cause 
serious damage or loss. Careless waybilling re- 
sults in delays... errors... astray freight! 

Follow these four shipping suggestions. 
Check waybilling carefully. And you can’t 
beat straight-line, point-to-point highway 
transportation for fast, safe shipping! 


| THE AMERICAN TRUCKING wwousre 4 





AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON, D. C. 
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PACK PROPERLY USE CONTAINERS WATCH HANDLING CONSOLIDATE 

Use sufficient packing ma- that will safely carry your of freight on loading plat- shipments to save time, 
terials so goods will with- goods. Affix address per- forms. Much damage re- manpower, tires, and pre- 
stand shipment. manently and correctly. sults before loading. vent extra pick-ups. 





_ EVERY MILE FREIGHT TRUCKS ROLL BRINGS VICTORY CLOSER 


